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Grover’s Spring Washer. 


We give below sketches of a neat cmeneaes of steel spring 
washer, which hes been designed and lately patented by Mr. 
J. W. Grover, of 9 Victoria Chambers, Westminster. The idea 
of this washer has apparently originated in the old “‘ key-ring” 
washer, but instead of making the washer with a lap joint, as in 
this o!d pattern, Mr. Grover makes it of steel cut at the proper 
angle, and.thus obtains a double cutting edge which holds the 
nut securely. Inour engravings, fig. 1 shows a plan and ele- 





vation of one of Mr. Grover's flat washers with an open cut, and 
fig. 2 simi'ar views of a washer with a closed-up cut, the dotted 
lines in the latter instance showing the form of the washer 
when expanded by the pressure of the nut coming upon it. 
Fig. 3 shows a washer of round iron, while figs. 4 and 5 repre- 
sent the washer as applied. 

The washer is made of shear steel coiled round a mandrel, as 
represented in fig. 6, and then cut at a suitable angle, as 
shown. The steel being then spring tempered, a spring washer 


FIG. +. 





with a double-cutting edge is obtained at a very moderate cost. 

Mr. Grover’s washers have already been tested on fish-plate 
bolts on two of the main lines to London, both subjected to 
very heavy traffic, and in each case we understand the results 
to have been most satisfactory, the nuts being beid quite se- 
curely, even if only screwed up by hand without a spanner. 
To take the nuts off a long spanner is requisite. The number 
of situations in which a simple means of locking nuts can be 
advantageously used is so great that we expect Mr. Grover will 
find a large demand for his washers.— Engineering. 








Technical Regulations of the Union of German 
Railroad Managements. 





There is in Germany an association called the “ Union 
of German Railroad Administrations,” apparently simi- 
lar in nature to what the ‘‘ Railway Association of Amer- 
ica” was designed to be. In June, 1871, the engineers 
of the Union held their fifth meeting in Hamburg, 
and there came to certain decisions concerning the con- 
struction of roads and rolling stock and the working of 
trains for the lines of the Union. A “ Technical Com- 
mittee” compiled 2 small volume of “ Technical Regula- 
tions” based on these decisions, which we may doubtless 
accept as the best fruit of German experience on these 
matters, as nearly all the German lines are included in 
the Union, and no attempt seems to have been made to 
establish rigid rules (except where uniformity was indis- 
pensable for the safe working of the lines as a system), 
but only to fix the limits of variations in practice. 

Concerning the origin of the work and its value, Mr. 
C. Wehbrenpfennig, Chief of the Technical Bureau of the 
Grand Central Belgian Railroad, who translated it into 
French, says : 


“These regulations are not the work of a few authorities, 
but rather the product of the experience of all the special 
services. Inno country have'railroads been, in.the beginning, 
more various than in y ; and the uniformity whieh they 





have finally attained has been the result of ripe reflection 
rather than that of imitation. 

“This remarkable work, a veritable technical railroad cate- 
chism, gives in a concise form the bases which it would be 
desirable to see adopted by all railroads on the Continent, in 
the interest of international traffic.” 


Only part of these regulations are obligatory. The 
paragraphs belonging to this class are marked with an 
asterisk (*). 

We give this week a translation of the sections relat- 
ing to the construction cf the road and road-bed and 
those concerning locomotives and tenders. There is an 
intervening portion relating to the arrangement of sta- 
tions, which we may give hereafter, as also the following 
sections on coaches and cars, general rules for rolling 
stock, movement of trains and signals. While these 
rules may, in many cases, be inapplicable to America, 
we believe that most of them will be found suggestive, 
and many of great value as indicating the standards of 
safety adopted by an exceptionally careful nation, whose 
experience in railroad construction and working has, 
doubtless, been more carefully recorded and studied than 
that of any other nation except, perhaps, France, which 
has had much more uniformity from the beginning, and 
has thus not had so great a variety of experiences to learn 
from. 

The weights and measures in the original were of the 
metrical system, and these we have reduced to our meas- 
ures, which will account for the frequent fractions and 
lack of round numbers. 

GENERAL RULES FOR THE CONSTRUCTION OF RAIL- 
ROADS OF THE FIRST CLASS, 
CONSTRUCTION OF THE ROAD PROPER. 

§ 1. Road-bed.—Every project for a first-class railroad should 
be so designed that two tracks can be established should it be- 
come necessary. 

§ 2. Grades.—The maximum grade should be as a general 
rule: 


Iu level country.........cccesccccccccccee 1 to 200 (26.4 feet per mile) 
Im hilly COUNT... iccccccccccccoccecces 1t010 G28“ “ 
In mountainous Coustry..........ceeeeeee 1to40 (32 “* “© “™ ) 


Changes of grade should be connected by arcs of the great- 
es: possible radius in order to moderate the transitions. 

Between down grades and up grades of as much as 1 to 200 
there should be whenever possible a level section of the length 
of a freight train. 

§ 3. The radius of curves should not be less than 3,609 feet 
in level country, 1,969 feet in hilly country and 984 feet in 
mountainous country. 

* Radii of less than 590 feet are prohibited. 

The connection of a tangent with curve should be made on a 
parabola. ‘ 

Between two curves in opposite directions there should be a 
tangent at least 164 feet long. On steep grades it is necessary 
to use curves with the greatest radius possible, and so far as 
possible make changes of gauge only on tangents. 

*§ 4. Gauge.—The distance between the inner edges of the 
rails shall be 4 feet 8§ inches (1.435 metres). 

*§5. Widening Gauge.—On curves of a radius less than 
3,281 feet, the distance between the rails should be increased 
in inverse ratio with the radii of the curves. This increase, 
however, should not exceed 1.18 inches (.03 metre), even for a 
radius of 590 teet. 

*§6. Normal Profile of Clear Passage.—On the open road 
and within yards the clear space over the tracks passed over by 
trains should be at least that of the normal profile of passage 
indicated by fig. l.a 

On curves, attention should be paid to the widening of the 
gauge and the elevation of the outer rail. 

For new constructions it is advisable to reduce the height of 
the third salient in the normal profile from 4 feet 3 inch to 3 
feet 84 inches. 

§ 7. Distance between Tracxs.—For double-track railroads, 
the distance from center to center of the two tracks should 
not be less than 11 feet 53 inches (3.5 metres)outside of stations 
and yards. 

If one or two tracks are laid parallel to this double track, the 
distance from center line to center line between the old road 
and the new should be at least 13 feet 14 inches (4 metres). 

In new constructions it is advisable to have a distance of 13 
feet 14 inches between all tracks, conformably to the normal 
profile of free passage. ; 

§ 8. Width of Formation Level.—The width of the formation 
level should be at least 6 feet 6} inches (2 metres) from the 
crest of the slope to the center line of the nearest track. 

§ 9. Drainage of Roads.—The rvad-bed should be drained 
in such a way as to prevent the action of the hardest frosts 
reaching the highest level of water. . 

The profile under the ballast should, in all cases, permit the 
complete escape of water down the sides of the road-bed. 

It is advisable to construct the road-bed outside of the 
rails entirely of permeable materials. 

§ 10. Ballast.—The ballast should have a thickness of at 
least 8 inches (0.2 metre), as well under the cross-ties as 
under stone sleepers. 

It should not be liable to be moved by the action of moisture, 
nor to be attacked by frost. 

§ 11. Rails.—The rails shall be of iron or of rolled steel. As a 
general rule they shall have a minimum length of 19 feet 84 
inches (6 metres). 





a This “‘ normal profile” is 7ft. 6in. wide on the level of the rail 
tops, with spaces for the flanges, ior a height of 9 inches; above 
that 9 feet wide for a height of 6 inches; thence 10/t. lun. wide for 
a height of 15 inches on “the open road” and of 33 inches in sta- 
tions; thence 13!t. gin toa point 10 feet above the surface of the 
rails; thence inclin.ug inward to a poiat 5 feet from the center line 
at a height of 12ft. 9in., and thence inclining at a greater angle to 





the top, which is-5 feet wide and 15it. 9in. above the surface of the 
rails. 


§ 12. The head of the rail should have « width of at least 23 
inches ; it must present a rounded or a flat face, in the former 
case, rounded with a minimum radius of 656 feet.a 

§ 13. Rails shall be cut at their ends in a plane normal to 
their axis. 

§ 14. It is advisable to give rails a height of at least 54 inches 
(0.13 metre). 

§ 15. The rails should be capable of supporting with safety 
15,435 pounds (7,000 kilogrammes) per wheel. 

§ 16. Position of Rails.—The rails should be inclined toward 
the inside of the track; this inclination should be at least 1 
in 20. f 

* § 17. The upper edges of the two lines of rails should be of 
exactly the same height on tangents. 

* On curves the outside rail should be placed higher then 
the inside rail, taking account of the rapidity of movement over 
them, and in such manner that the side of the head of the rail 
on the inside may be exposed as little as possible to wear by 
friction with flanges of the tires. 

*§18. Rail Attachments.—On the inside of the rails of aroad 
all means of fastening, such as chairs, bolts, spikes, etc., 
should be at least 14 inches below the top of the rail-head. 

§ 19. Rail Joinis.—Ona tangent, the joints of the two lines 
of rails should be placed opposite each other, following a straight 
‘ine normal to the center line of the road. On curves, the 
joints may be alternate. 

§ 20. The fastening of the ends must leave the play necessary 
for the expansion and contraction due to changes of tempera- 
ture. 

*§21. The joining of rails at the ends with simple hook- 
spikes or wood screws is forbidden for principal tracks. 

§ 22. The fish-joint with four bolts is recognized as the best 
system of connecting the ends of rails. 

§ 23. It is advisable to employ fish-joints also for connecting 
chair rails (I rails). 

§ 24. If the fishing is solid, it is sdvisable to place the joints 
between the ties or sleepers. 

The ties next to the ends should be placed as close as a per« 
fect tamping will permit. 

On curves of a radius of less than 2,625 feet, it is advisable 


) | to use iron seat plates for the outside line of rails. 


§ 25. Rail Supports.—For rail supports, wood, stone and iron 
may be used. . 

§ 26. Wooden Sleepers.—The best supports used up to this 
time are wooden sleepers impreguated with a substance which 
preserves them from decay. 

§ 27. When wooden sleepers are used, the system of cross- 
tics is, confessedly, preferable to that of longitudinal sicepors. 

§ 28. When cross-ties are used, those which are under the 
ends of the rails should present a larger base than tie inter- 
vening ties. 

§ 29. If longitudival sleepers are used, they sliould be tied 
together at their extremities in such a way that the distance 
between them cannot be changed. 

§ 30. Stone Sleepers.—Stone sleepers are admissible in new 
railroads only when they are set iu the natural soil. 

§ 31. Stone s'eepers should not be used on embankments, 
except when the latter are completely settled and consolidated. 

§ 32. On curves of a radius less than 2,625 feet, on a track 
with stone sleepers, the rails should be tied together at the 
joints and in the middle, so as to make any variation in gauge 
impossible. Oncurves of greater radii and on tangents, this 
tying of the rails may be omitted if the blocks of stone em- 
ployed have a sufficient weight, if they maintain the inclination 
of the rails well, and if they are well tamped with baliast on 
the outer side. 

§ 33. Roads wholly of Iron.—When the system of roads 
wholly of iron is employed, there is equal need of resorting to 
special methods for maintaining the gauge of the rails, espe- 
cially on curves. 

§ 34. Guard Rails.—It is not necessary to place guard rails 
at grade crossings. 

*§ 35. It is only at grade crossings, on sidings, and at sta- 
tions that guard rails may be laid. 

Safety timbers and rails, if their employment is considered 
indispensable, should be placed outside of the normal profile. 

§ 36. Masonry Bridges.—For bridges, a solid arch of stone 
or good brick should be preferred to avy other structure, if 
the special circumstances do not make an iron structure more 
advantageous. 

§ 37. Wooden and Iron Bridges.—Wooden bridges should be 
employed only in exceptional cases. 

For iron or steel bridges, the parts under strain should be of 
rolled or forged materials. A test of the bridge under load is 
necessary. 


§ 38. Grade Crossings.—The angle with the track of cross- 
ings on a level with the rails should not be, as a general rule, 
less than 30 degrees. 

§ 39. Highway crossings at grade should be nearly level for 
such a distance that the vehicles will be upon a nearly level 
surface before the draught animals reach the rails. 

§ 40. The filling of the space between the rails should not be 
heaped up. 

*§41. Flange Channels.—At grade crossings on a road of nor- 
mal gauge, the profile of passage for the flange of the tires 
should have a width of at least 2; inches and a depth of at 
least 1} inches. 

* On Jevel crossings upon a track whose gauge is widened, the 
channel of 2§ inches should be enlarged in proportion to the 
widening of the track. 

§ 42. The flange channel should be made in such a way that 
draught animals which pass cannot catch their shoes in it. 

§ 43. Fencing.--Inclosures should be established where the 
ordinary surveillance of the road is not sufficient to prevent 
persons and animals from getting upon the track. 

Between the track and such roads as may chance to run 





@ 200 metres in the French translation. 








































































































































































48 


THE RAILROAD GAZETTE. 





[August 30, 1873 








alongside of it on the same or higher level, it is necessary to 
have an embankmert. A ditch with one of its banks 
raised is sufficient. 

§ 44. Crozsing Gates.—Grade crossings should be provided 
with solid and apparent gates. 

§ 45. Distance Gates.—Gates operated at a distance by wires 
may be employed for closing grade crossings of roads which 
are not much frequented. 

§ 46. The watchmen who serve these gates should not be at a 
distance greater than 2,625 feet from these crossings ; these 
cates shonid be within their sight; or, indeed, they should be 
able to manage them in another way. 

§ 47. Gates worked at a distance should be provided with a 
bell. 

Gates worked at a distance should be capable of being oper- 
ated by hand upon the spot; the arrangement should be such 
that a vehicle shut in upon the track may disengage itself in 
case of need. 

§ 48.. Mile Posts.—The road should be provided, at fixed in- 
tervals, with mile posts. 

§ 49. Grade Indicators.—Every change of grade should be 
marked by a grade indicator. 

§ 50. Protection from Snow.—To avoid the blocking of the 
tracks by snow, carried on by winds or avalanches, the most 
elaborate precautions must be taken from the very construc- 
tion of the road. 

§ 51. Fire Belts.—In forests, in order to avoid fires, a belt of 
ground must be left bare alongside the road, or so utilized that 
fire cannot catch on it. The width of this belt is to be deter- 
mined according to the peculiarities of the ground. 

Trees should be cut down, which, should they happe= to 
fall, might obstruct the track 





LOCOMOLIVES. 

§ 108. Height and Widsh.—The width of locomotives must 
in no place exceed 3.05 metres (10 fect). 

The lowest part must not extend to a distance less than .13 
metre (5.{ inches) above the level of the rails. The height of 
the smoke-stack above the level of the rails may not be more 
than 4.57 metres (15 feet). All of the dimensions must permit 
a play of 2 inches in the normal profile for free passage. 

§ 104. Distance between Axles.—The distance between the 
axles of locomotives should be as great as the alignment of the 
road permits. 

However, for lines which have on the open road (between 
stations) many curves, it is advisable not to exceed as a maxi- 
mum, a distance of 


3 metres (9ft.10 iu.)..for curves of.........-.- 82) feet radius. 
3. ~ ore.9 i)... “ = Pecans aay di < aie $84‘ ° 

a mr cies 1148 ° “ 
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§ 105. Movable Axles.—When on the open road a there are 
curves of less than 250 metres (about 820 feet) radius, it is ad- 
visable to use trucks or axles with side-play. 

§ 106. Weight.—The load per axle should not exceed 14 tons, 
including the weight of the axle and the wheels. 

§ 107. Division of the Weight.—¥or the proper division of the 
weight, it is especially important to put a suitable load upon 
the leading axle (for passenger locomotives with three axles at 
least one-fourth of the weight of the engine). The trailing axle 
of a locomotive with three axles, if it is an axle carrying load, 
ought to support not less than one-fifth of the total weight. 
The load should be divided uniformly upon coupled axles. 

§ 108. Suspension.—The suspension considered the best is that 
made by means of equalizing bars upon three points of sup- 
port. 

§ 109. Boiler.—The boiler of a locomotive should be placed 
as low as possible. 

§ 110. Construction of the Boiler.—The barrel of the boiler 
should be circular, and the plates should be placed so that the 
direction of the lamination may form aright angle with the 
axis of the boiler. The joints of the plates parallel to the axis 
of the boiler should be fastened by means of a double riveting. 
These joints ought not to be on the lower part of the boiler. 

The free expansion of the boiler under the action of heat 
must be secured. 

§ 111. Fastening to the Fire-box.—A part of the crown bars 
should be suspended to the outside of the boiler. Stay bolts 
may be employed for supporting the crown of the fire-box. 
When screw stay bolts are used, they should be drilled wholly 
or in part; it is a good means of ascertaining defects. 

§ 112. Sleam Presswre.—Experience has demonstrated that 
the pressure of steam can be carried up to ten atmospheres 
with advantage. 

§ 113. Boiler Shell.—Thé shell of the boiler should suffer no 
permanent alteration of form when submitted to hydraulic 
pressure equal to one anda half times that to which the engine 
will be limited. 

* § 114. Safely Valves.—Each locomotive should be provided 
vith at least two safety valves, one of which shall be so ar- 
ranged that it cannot be made to carry more than the maximum 
pressure cetermined upon. 

Tue valves should be so loaded that the valve may have 
vertical movement of .003 metres (about } inch). 

* § 115. Steam Gauge.—In order to be able to observe the 
variations of pressure in the boiler, a steam gauge as perfect 
as possible should be piaced on each locomotive. 

*§ 116. Water Gauge.—The boiler should have a water gauge 
and three try-cocks. 

The lower cock will be placed 0.1 metre (4 inches) above the 
top of the fire-box. 

*§117. Feed-water Apparatus.—The boiler must be supplied 





a T 1i8 expr ssion indicites the main line between stations and 
si liig-; generally, trat part of the track over which trains run at full 
epe-d.—THs TRANSLATOR. 


with at least two feed-water apparatus, independent of each | 
other, one of which at least must work without the aid of the | 
movement of the engine. 

§ 118. Heating Pipes.—Every locomotive should be provided | 
with at least one heating pipe in communication with the 
suction pipes of the feed-water apparatus, connecting the tender 
with the latter. 

*§ 119. Steam Whist‘le.—The locomotive should be provided 
with a powerful steam whistle. 

*§ 120. Ash-pan.—Below the fire-box there should be an ash- 
pan, well closed, the front of which, and if necessary the rear, 
should be provided with a damper which can be operated by the 
engineman. 

*§121. Spark Arresters.—Each locomotive should be pro- 
vided with an apparatus for arresting sparks, which should be 
adapted to the nature of the fuel. 

* § 122. Zrack-clearers.—In front of its two front wheels every 
locomotive should be provided with strong track-clearers, 
placcd exactly above the rails and .05 to .06 metre (2 to 2s | 
inches) distant from them. 

§ 123. Signal Supports.—On the front of every locomotive | 
there should be supports for at least two disks (for signals). 

§ 124. Cabs.—The use of shelters for the protection of the 
engineman and fireman is recommended. 

* § 125. Couplings.—The front bunter-beams of the locomo- 
tives should be provided with two elastic bunters and one solid 
draw hook having the dimens‘ons pres:ribed for freight cara. 


§ 126. Forconnecting the engine tothe tender there must be, 
independently of a solid coupling-rod, tw» coupling-chains, 
which come into use only in case the principal attachment 
should fail. 


TENDERS. 

* § 127. Dimensions.—The height of the water-tank above 
the rails may reach 2.75 metres (9 feet). The width of the 
tender must not exceed 10 feet, including the steps and other 
projecting parts. All the other dimensions must be within the 
limits prescribed for locomotives. 

§ 128. Disiance Between Axiles.—Concerning the distance 
between axles, the rules given for locomotives should be fol- 
lowed. For tenders with three axles, equalizing bars should 
be used in order to adjust their loads. 

§ 129. Water Tank.—The water tanks should be fastened to 
the frames in such a manner that a violent shock cannot de- 
tach them. 

* § 130. Brakes.—Tenders (as also tank locomotives) should 
be provided with a powerful brake. 

§ 131. Signals.x—On the rear of the tender there should be 
signal carriers to carry the disks which are used on the front 
of the engine. 

§ 132. Couplings.—The rear cross-beam of the tender should 
be provided with two elastic bunters, one solid hook with 
elastic fastening, and a coupling conformable to the system 
prescribed for freight cars. 





An Electric Clock. 

The Harrisburg (Pa.) Slate Journal, of August 14, says : 

**A large electric clock was recently placed in the Superin- 
tendent’s office of the Pennsylvania passenger depot in this city, 
by the firm of Hahl & Kiefer, successors of the American Elec- 
tric Clock and Bell Company of Washington, D.C. Attached 
to the main clock or regulator are three subordinate ones—two 
in the office of vhat building, while the third is placed in the 
master mechanic’s office at the Pennsylvania Company’s shops, 
a mile distant irom the regulator. These clocks stood the se- 
vere test of Tuesday night, notwithstanding the large amount 
of electricity in the atmosphere—they having kept accurate 
time. Should the experiment be successful, of which there is 
but little doubt, four more subordinates wiil be attached—one 
at the shops, one inthe Cumberland Valley Railroad office and 
two in the reception rooms of the Pennsylvania Railroad. 
Neither of the four clocks need to be touched after first regu- 
lating them, the batteries of course being kept in good condi- 
tion, for six months. Lightning arresters are placedon the 
wires at the outside, making the clocks secure from any dam- 
age, even though the wires be struck.” 














—Mr. George B. Nichols, Superintendent of the Galveston, 
Houston & Henderson Railroad, was presented with a horse 





and buggy valued at $1,200 recentiy by the employees of the 





road. The presentation took place at Galveston, Tex., Aug. 16, 





Gontributfions. 





Forms of Car Axles. 





Or Crry, June 12, 1873. 
To THE EpIToR OF THE RAILROAD GAZETTE : 
In iooking over your editorial in the last number of the 
GAZBITE on car axles and their defects, the thought occurred, 


| What is the real cause of axles breaking inside of the wheel 


hub? As Iam nota car-builder,-peither a railroad official, I 
only give my views (as a railroad man) on this important sub- 
ject, which will be more readily understood by reference to the 
cuts. I intend, first, to blame the present shape of car axles 
and the way they are fitted up ; next, the condition of the road. 
In turning axles, I also condemn a “shoulder,” be it a sharp 


| one or @ round one; in fact I condemn a shoulder of any kind, 


for the very reason that in ninety-nine cases vut of a hundred 
an iron shaft will break at a shoulder, everything else consid- 
ered. Car wheels, as a general thing, cannot be pressed up to 


| a shoulder and have flanges all come to the gauge, unless the 


hubs are faced off on the inside to a standard, and we know 
this is not always done. In most railroad shops the axle is 
turned so that when the wheels are pressed on there is a space 
of from one-quarter to a half inch between the shoulder and 
the hub (sometimes more). In riding over a rough track we 
always experience a surging motion of the cars, as though the 
car was striking against some solid body; so it is, and this 





solid body is the shoulder on the journal on one side, and the 
wheel flange against fhe rail on the other side. Let us follow 
this sudden jar and see the result. In fig. 1 the car has surged 
from A to B, the brass C is tight against the shoulder D; the 
shock has passed through the dotted line from H to F and 
from F to G. This force, assisted by the downward pressure 
H (of the car) on the journal J, has cauged the axle to break at 
J. I have known cases where, in unloading wheels and axles 
from a car (the wheels were dropped from the car to the track), 
when one wheel struck first the axle snapped off (inside the 
hub) like pipe clay. This is only another way of illustrating 
my theory, in regard to axles breaking at this particular point. 
I believe that the present axles are heavy enough at the wheel 
‘* fit,” but are weakened by too much turning ; in fact the best 
part of an axle is taken offin the lathe. Fig. 2 shows the pres- 
ent type of axle turned ready for the wheel, which is pressed 
on to the point a. In axles of this kind there is no “ spring” 
or ‘‘ give” between the points c and d, and as a consequence it 
is generally a break. In fig. 3 I suggest a form of axle which I 
believe to be stronger and lighter than the other, for the rea- 
son that it is only turned up to a, consequently we get the 
strength of the hammered surface from a to b, and should an 
unusual strain (as shown in fig. 1) be brought on an axle of 
this kind, it will bend atc or thereabouts, which is always bet- 
ter than a break. I only offer these as ‘‘ theories” which actual 
experiment might explode. W. DE SANNo. 


The Bridge at LaCrosse—The Origin and Charac- 
ter of the Opposition the Milwaukee & St.Paul 
Railway Company. 





To THE EDITOR OF THE RAILROAD GAZETTE : 

To those not well acquainted with the facts and circum- 
stances connected with the attempt of the Milwaukee & St. 
Paul Railway Company to build a bridge at LaCrosse,the sub- 
ject is involved in some obscurity. The Secretary of War is un- 
derstood to be opposed to the location of the Company, and has 
sought to disapprove ef and prevent it. The Attorney-General 
has given an opinion that the Secretary of War has no more 
right to locate the bridge than he has to build it; but if the 
location is found to be an obstruction to navigation, he may dis- 
approve of it. 

No such fact having been found by any of the engineers who 
have reported upon it, it seems, according to the opivion of the 
Attorney-General, that the approval of the Secretary of War 
“ig due.” ed 
Now for the origin of this great and really formidable oppo- 
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sition. That it originated in a desire of the city of LaCrosse to 
force the through travel between St. Paul and Chicago to pases 
through the ceutre of South Lx Crosse, and not in any care for 
the interest of navigation, is plain for the following facts : 

Two distinct charters have been granted by Congress for 
bridges between the counties of La Crosse, Wis., and Houston, 
Minn., the first in 1868, to the Southern Minnesota Railroad, 
and the second April 1, 1872, to the Milwaukee & St. Paul Rail- 
way. 

General Rusk, in a letter to the Mayor of La Crosse, May 4, 
1872, says that the granting of the second charter was satis- 
factory to the President of the Southern Minnesota Railroad so 
long as it did not repeal his charter, and that there was no 
opposition to it, although public attention had twice been 
called to it in the La Crosse papers. 

He also says: ‘“‘If the bridge is not to be built where it is 
wanted, an appeal can be taken to the Secretary of War, who 
will no doubt hold that two bridges would be an obstruction to 
navigation,” and that ‘*he coud get further legislation if nec- 
essary.” He also immediately asked the Secretary of War to 
appoint a board of engineers. The Secretary noted on the let- 
ter that General Rusk wishes to be heard before a final decision 
is made, and refers the letter to the Chief of Engineers. 

Major Casey, in the absence of the Chief of Engineers, on 
the 8th of May replies to the Secretary that he recommends the 
appointment of Colonel MeComb, Major Weitzel and Major 
Merrill as a board of engineers. 


On the 24th of May the bill to further regulate bridges on the 
Mississippi River was reported to the House by the Committee 
on Commerce, and, in the absence of Mr. Mitchell, passed its 
three readings in one day. It was represented as a general 
law, but General Rusk says that he and Judge Howe drew ii 
up with special reference to the bridge at La Crosse; that he 
showed it tothe Eugineer Department, who tnought it was 
sufficient. Judge Howe engineered it through the Senate in 
one or two days. It was approved June 4. The arrangements 
between General Rusk, the Engineer Department and the Secre- 
tary of War were now complete. Oa the 8th of June, the Chiet 
of Engineers sends the map of the location of the Milwaukee & 
St. Paul Company, which had been filed with the Secretary of 
War :n the 20t. of May, and all the papers relating to the 
matter, including numerous letters from General Rusk to Gen- 
eral G. K. Warren, Newport, R. I., who had made extensive 
surveys of the Mississippi River with reference to the proposed 
bridges, and called on him for a general report on the subject 
of bridges at La Crosse. 


General Warren, in his report dated Newport, R. I., June 30, 
1872, drawn up at a piace entirely removed from any influences 
of La Crosse or the railway company, and not affected by any 
of the political or local iutluences wiich have appeared 80 con- 
spicuous in the action of the Secretary of War, states that the 
location of the St. Paul Company wiil not iuterfere with naviga- 
tion, and he suggests to the Secretary that it is not a question 
of engineering obstruction to navigation, but whether the 
wishes of La Crosse will justify him iu compelling the St. Paul 
Company to change their location for the benefit of the city. 

Had the Secretary acted acvording to that report, ali trouble 
would have been at anend and the bridge now completed ; but 
that would not have served his friend Rusk ; so he must try 
aud get a different report. The three eminent engineers who 
had been nominated two mouths before were now duly ap- 
pointed. The report of General Warren was placed in 
their hands. They visited La Crosse. They knew the cir- 
eumstances of their appoiutment. They were agreeably enter- 
tained by the city. They saw the great importance of a high- 
way and railway bridge combined. They believed that 
Congress intended to require that all bridges hereafter 
built across the Mississippi River, under the authority of any 
act of Congress, should be built as highway bridges. They 
believed that there ought to be only one bridge near La Crosse, 
and that that should accommodate all railways, except that of 
the company proposing to build it. 

An opinion of the Attorney-General was given soon after, to 
the effect that a highway bridge was not “‘7vequired” at that 
place. 

The Board was then sent back to review its proceedings. 
They then saw more clearly than before the wants of ail fulure 
railroads, and concluded that a due regard to them required 
them to adhere to their former report. 

The Attorney-General has since that time given an opinion 
that they only had a right to consider the wants of thoso roads 
that desire to cross that particular bridge. 

The Secretary of War has not deemed it best to send the 
Board back a second time, although he has refused the request 
of the company to appoint a new board. 

His action has been constantly regarded by the company as 
not sustained by law, and protest has been made at various 
steps with little avail. 

When he at length referred the principal questions in the 
case to the Attorney-General, and his opinion of 16th May sus- 
taining the company was promulgated, it was the occasion of a 
severe chill at La Crosse. General Rusk was sent for, and he, 
with a La Crosse attorney, rushed to Washington, whence he 
commenced sending a series of encouraging telegrams to his 
La Crosse friends as to what the Secretary of War would do; 
and, verily, the Secretary of War has done juat what General 
Rusk said he would, every time. 

The city of La Crosse has been in a fever of excitement for 
months. The newspapers of that place have teemed with in- 
flammatory appeals to its citizens, with scurrilous attacks upon 
the Milwaukee & St. Paul Company, its officers and agents, and 
with gross misstatements of fact. They have cons‘antly al- 
leged that the company was going to destroy the navigation of 
the river ; that the small amount of rip-rap placed by the com- 
pany in La Crosse Slough, to prevent its enlarging, was ma- 
liciously designed to turn the main channel away from that 
city. They have invoked the interference of the Secretary of 





War, who sent an engineer officer to make an examination of 
those terrible obstructions. 

The Governor of Wiscunsin, lately a resident of Ls Crosse, has 
also taken a deep interest in the matter. 

But while they have made such herculean efforts “to pre- 
serre the navigation of the river,” the owners of steamboats 
have not taken any interest in the matter. Not one of them 
has made a trip to Washington. They have even gone so far 
as to express a preference fur the company’s Iecation over that 
of the Secretary of War, on the ground that a bridge is less of 
an obstruction above atown than at or below it. The only ap- 
parent exception to this statement is the case of Capt. P. 8. 
Davidson, of La Crosse, who may, perhaps, be a stockholder in a 
packet company, and whose statement has made such a great 
figure in all the arguments of General Rusk and of the attorneys 
of La Crossa. Privately he has admitted that when he signed 
his famous statement he thought the location different from 
what it is, and therefore his statement is not applicable to the 
case. 

As my own opinions and conclusions about the location were 
formed months before the people of La Crosse manifested any 
interest in the matter, I have never bcen able to understand the 
intense epite which followed the amiable demeanor <f those 
who sought to instruct me as to the interests of the compavy 
aud of the public. 

The present state of the case is this: The railway company, 
relying upon the law and upon the opinion of the Attorney- 
Gencral construing it, in July commenced work in the river. 
An injunction was immediately applied for in the United States 
Circuit Court for the Western District of Wisconsin. The cum- 
pany inmediately suspended work 1n the river and asked a post- 
ponement of a trialof the cause until the September term of 
the Court. 

Meantime, other work not prevented by the injunction is pro- 
gressing, and it is hoped that all obstacles arising from local 
opposition wi!l be overcome, so that this important outlet for 
the State of Minnesota may be open for busincsa by the opening 
of navigation next spring. J. T. Dona. 

August 22, 1873. 








Correction of July Report of Train Accidents. 





ST. PAUL & SIOUX CITY AND SIOUX CITY & ST. PAUL RAILROADS. 
Sroux Ciry, Iowa, August 2i, 1873. 
To tHe Eprror or THE RatLRoap GAzErTTE: 

In the list of Train Accidents in July, published in the Ga- 
zerre of the 16th inst., it is stated that in an accident toa 
gravel train on our road, on the 8th, near Hersey, Minn., “ there 
were 47 men in the caboose, 42 of whom were more or less in- 
jured, some of th-m saverely.” 

This statement is incorre:t} thero were only 32 men on the 
train, only three of whom were injured, and none seriou-ly. 
Two of the three who were injured were ready for work again 
in a couple of days after the accident. 

Yours, truly. T. B. Borvert, Asst. Supt. 

[We ar: mus oblig-d to Me. Buraett for his correc- 
tion, the more so as it makes an imyortint chang: for the 
better in the report for th: moath. Our apology for this 
(and doubtless other) mi-t:.kes is that we found it so in 
print, and thit wis tue only information we had. Loose 
statemen's and typogriphicil errors we are fr quen:ly 
able to correct by a comparisoa of repor.s in different 
newspapers ; but ia this case we found but one report, 
which of itself caused us to suspect the accuracy of the 
description of an accideat reporied to be so s.rivus.— 
Eprror RatLKoaD Gazette. } 








LE 


The Baldwin Locomotive Works. 





In 1832 only 20 hands were emyloyed, and one engine required 
a year to build. At this time there are avont 3,000 skuled me- 
chauics employed, aud the present firm are turuimg out au 
average of lj engines per day. From a single, uarrow, con- 
tracted shop, where a hammer could scarcely be slang aloft 
without striking the wali, the works now cover 8 acres and §. 
aud from a pay roll of $200 per week it has grown to $40.0u0 
per week, or over two million du:lars per year. Iu order tu show 
the enormous extent of the wurk done in a'l these years it may 
be stated that there have been built, of all sizea and kinds, 
3,342 engines, the lowest seliing for $3,500 and the highest for 
$34,000. Averaging these evgiues at abuut $12,000 eaca, it will 
be seen that this oné concern baa manufactured within forty 
years engines to the value of $41,104.000, or ovor $1,000,000 
work per year. Doring these years the firm have paid out for 
labor alone about $15,000,000, and some of the employees have 
seen the fuil forty years of service with the firm. One, Mr 
Lewis VU: Howell, who forged the iron fur the first eugine, is 
still a foreman, a hale and hearty man of 71 years, who looks as 
though he were equal to another quarter of a century. As 
showiug the impericctions of the early engines made, this geu- 
tleman states taat a large party of celebrities who made ua trial 
trip over the old State ruad un the third engine built, had large 
holes burnt in their clothing by the sparks from the engine, 
there being uo “spark arrester” known then. ‘To further cx- 
hibit the increase of demand for the latter perf: c‘ed engines, 1t 
1s stated that iu 1866 there were 118 engines buiit, 127 in 1867. 
124 in 1868, 235 in 1869, 280 in 1870, 331 in 1871, 422 in 1872, and 
the bumber for 1873 will exceed 5v0. 

Toe 1,000th engine was furnished in February, 1861, the 
2,000th ou October 30, 1869, and the 3,0001h November 13, 1872, 
and the Jast one completed up to this writing numbered 3,342, 
on July 18. It is stated that ove other immense firm in Berl » 
has turned out over 3,000, having ou exibition their 3,000th 
locomotive at the Vienna Exbibition ; but this firm employs ten 
thousaud men to do less work aud at greater cost iu the same 
time than the Baldwin works, thus proving conclusively the 
superiority in skill, the perfection 1n machinery, and even 
Europe itself acknowledges the superiority in perfection of the 
American built evgine. 

The Baldwiu works cover over an area of 8§ acres, or nearly 
4 squares, the real cetate poesessious amounting iu the aggr- 
gate to bout $1,400,000, of which about $125,000 is in buildings. 
The works tront vn Broad street, fr m Peuusylvania avevue to 
Spring Garden street, 760 feet, louking like a busy city all to 
itselt. The several lota occupied by the works have a superficial 
ground area, all told, of about 400,000 square feet, and upon 
them are erected substantial brick structures, one, two, three 


and four stories high, filled with the most perfect and « xpen- 
sive machinery. 

The following table will show the number of shops, the area 
of each, the purposes for which they are used, the number of 
men employed in each and the number of machines : 













Area in Number Ma- 

No _ Bnildinge. equare feet. empiosed. chines. 
i) SPS iidesnksnebeseenséus ne 8 463 99 55 
2. Counecting rod ehop....... ....++- 19,213 124 63 
3. Wood — eee EC 125 3) 
4. Steam hammer shop............ eee 28600 19) 15 
5. Office bulildings.....: .....00.ccccs. 2,106 19 ~ 
is SOUT cnnhodesaccesseecceetes 1,60) 14 ee 
7 Wheel dc partment .. ...........06. 10 c90 (3 xo) 
8. Smith and boiler shop.............. 56.167 486 45 
Doo casccscddecncispccs 2,166 18 ee 
10, Stanvari gauve shop............... 1.60 13 10 
11. Piston ond guide shop.............. 14,486 Bi 68 
12, Valve mo:ion shop. 1.216 115 43 
13. Erecting hop. 23 800 285 30 
14. Grind: ag roum. 4148 10 9 
15. Pipe shop.... .. 4,148 28 5 
16, Sheet ‘rou shop.. 6.80 32 5 
32, PG ROD aco oscesccee oo. 6,08 19 5 
18. Machin- repair ehop................ 68:0 46 2t 
19. Braes work shop.............0-ee0-+ 6.80 a4 85 
OD. BP I sncccsccs cavecs sesace z.r00 7 es 
$1. Tvol -epuir ehop.. ......00cccee eee. 6800 12 9 
SPE TE ixas vest rosnbesbsons res 6,000 7 +e 
DP ntcks sesceeeobonstonss 18 yuo 265 33 
SE: DEE csee ecccccsecccsocbocs 16,100 146 6 
25. Forge shop.......... ose e-- 9,60 119 10 
Py IE cs osbeceen. erbinween 0 004 35 18 
2%. Tender paint shop .. ....c0c... ese 9.79) 10 os 
28. ‘Truc. whrel shop.......... 14716 8) 27 
29. Tank shops.... 9.59) 62 ai 
40. Stack shops........ 9,790 te 12 
31, T-ncer frame sbop.... ... 9,790 35 44 
32. Pu cnivg and shearing shop 4 800 15 5 
33. Blecuemiuth shop ............ 1,700 6 o- 
34, Smith shop (No. 2)........ ...eceee 8.140 18 4 
Gis aktemsaheunes snebinccane 7,000 27 ee 
ikccsensedeeninrasnisnatinas -390, 4182 2,109 703 


In addition to the above, thore are 18 stationary engines. 26 
boilers and 115 laboring men are not enumerated, while a force 
of over 200 men =e given employment at times, increasing the 
entire furce to over 3,000 persons. 

The consumption of materi 1 in the works is of course enor- 
mous, and to give some idea figures are again resorted to. The 


a anuual consumption oi the principal articles used is as 
ollows : 








pbess0sen0e0sbeesvserensonnsonson sscsee-eoe «ee 18.00 tone, 
rea Orecceesecooseseseosesoss 300) - 
St Ti hihinbh sebieees meek enbueky ampsete ceousinadane 5,890 ** 
I ins ssn sthnneesbes, sncnkadebadnensede wanceeh [= @ 
: WNOUD c56500+ cdnnecessccassubonscdevedeswnnes 4a 
SE 00005000065 006bs8sbensssessneseeeesennssenetiese 384,00 ibe, 
PT, GONE. ons cscccccseccsccosvectocescseneseoee coon ie. 
WEN cocccccccncsccsccccceesocosonecs+ 0-000: sececcoeses 100100 * 
Piz tin 5,00 8 
seinen d6ce. 6... sedi dnensentmainnakae ani elim ake 42,00 ** 
Cone... - 40.0 » bush, 
Ch.ureo 56 0 bble. 
-t- el tires. 2,100 
Chilled wheels. -- 5000 

. 53,000 


As a matter of course, the larger number of the engines man- 
wactured are sold and used in the Uuited States; bat there 
uave been a great many seut to foreign couutre-, An imvesti- 
gation goes tu prove that since the year 1860 the firm have sent 
abroad 154 engines, as follows: Tu Canada, 39; to Cubs, 25; 
tv Brazil, 50; to Peru, 13; to Russia, 10; to Finland, 9; to 
Nova Seotia, 4, and to New Benuswick, 4. Tiere are iow b-ing 
coustracted 50 for Canada, 11 for South Ameriva, and several 
smaller orders tor other cou«tries, Mr. Baldwin, the founder, 
dud in 1866, after a long life of usetatucss, aud, after mavy 
changes, Mr M. Baird, a former apprentice iu the business, 
became & prom:nent member im the firm. A few months siuce 
the iatter gentieman alsu reticed, disposing of his imterest in 
the basiness, amuvuuting te one-tinird, fur $1,125,000. Tae 
present firm 18 cumpured aimost entirely «f young men, who 
uave grown up with the busin: se, from cflice or apprentice 
boys. Mr. George Burubam, the senior, wiv has been in the 
cvucern for 35 years, is tiw financier, Mr. Charles T. Parry, 
another member, 1s geveral munager. H- is now abroad in 
Europe vn a businers tuur. Dr. Edward U1. Williams, an ex- 
perienced railroed cffivial, is now the selling, or coutracting 
partner. Mr. Wu. P. Henszey is the mechanical engin er, 
Mr. Elw rd Longstveth, a furmer apprentice, who was made a 
foreman before be was tree, is now a partner, ane Geucral Sa- 
prrintendent. Mr. Johu H. Converse 1s an old journalist. 

Some of the machives used im the establishment are well 
worth notice. One steam hammer has a weight of over 3,000 
pounds. * * * Auother,a tram engine, picks up au entire 
engiue boiler and carries it from point ty poimt. A third holds 
the bover suspended, whilst a massive upright steam riveter 
cinks with one great blow the red hot rivet through the boiler, 
saving hours of minual labor, Tre pusches, tie shears, the 
planers aud the great wheel lathes are all buge, aud ali ap- 
parently perfect fur the purp»se inteuded, and yet improve- 
ments are being cunstautly made. Tae work goes through no 
‘ess thau thu ty five d fleren.t shops bi fore comp'etion, exch de- 
partment of wich 1s presided over by an experienced and com- 
petent head, Nearly all the employees are Americans, and the 
skill displayed by them in the several branches marks Yankee 
superiority over all other natiow.—Pulie Ledger. 








Conduct of Railway Empioyees. 

Mr. J. H. Devereux, General Manager of the Atlantic & Great 
Western Railroad, has given the following instruction to em- 
ployees of the road: ‘* Treat people as if you appriciated and 
were willing to acknowledge their custom. Try tuaccomm: dite 
and please. Iu short, act as avy good business man wouid 
toward hiscustomers. Don't treat peopie as if you were c n- 
ferring.a favor on them by jetting them ride. Rather seck © 
make the line popuiar, becansy its business is dependent on the 
good will of the —— You need not be ashamed to k t pro- 
ple understand that you acknowilcdge this, If a paseevger re- 
fuses to pay, or is rough and abusive, treat him with courtesy 
but firmns es.” 


Driving Bolt-heads into Wood. 


Au English j urpal says: 

‘Tt there is a thing which ia utterly detestable to look upon 
by a stri-t observer and one who has a general knowlkdge cof 
what is right, 1t is to see the heads of bolts drawn down Lelow 
the surface of the wood. The bolt hss a certain duty t» p:r- 
form, and where that duty is the securing of a piece of iron to 
wood, and the put is firm upon the iron, it is all that is re- 
quired; but when we commence to draw upon the belt until 
the head sets below the surface of the wood, we ad the pre- 
mature rotting at that one point, for, no matter Low niccly 
printed, or how neatly puttied up, there will soon be a cavity 
tor the retention of a few drops of water. This alore wou'd be 
enough to condemn the practice, to say nothing of the other 
results it produces.” 


Operating Railroads by Wind Power. 

The St. Paul & Pacific Company owns @ line from Glyndor, 
Minn., on the Northern Pacitic, vorthward to Crovi ston, wh'e!, 
we believe, is not regularly operated. An exchenr.- says thes 
recently a Crookston party, desiring to attend s land aule at Oak 





Lake, got hold of a bux car, rigged up a sail and ran before the 
wind to Glyndon, 75 miles, in nine hours. 
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Editorial Announcements. 





Removals,.—The Chicago office of the RAILROAD GazETTE has been 
removed to No. 17 Jackson street, opposite Third avenue. 

The New York office of the Raturoap Gazette is removed to Room 
131, No. 73 Broadway, opposite the upper elevator landing. 
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Oorr We cordially invite the co-operation of the rail- 
road public in affording us the material for a thorough and worthy 
railroad paper. Railroad news, annual reporis, notices of appoint 
ments, resignations, etc., and information concerning improvements 
will be gratefully received. We make it our business to inform the 
public concerning the progress of new lines, and are always glad to 
receive news of them. 


Inventions.—No charge is made for publisting descriptions of what 
we consider important and interesting improvements in railroad 
machinery, rolling stock, etc. ; but when engravings are necessary 
the inventor must supply them. 


Articles.— We desire articies relating to railroads, and, if acceptable, 
will pay liberally for them. Articles concerning railroad manage- 
ment, engineering, rolling stock and machinery, by men practically 
acquainted with these subjects, are especially desired. 

Advertisements.— We wish it distinctly understood that we wil 
entertain no proposition to publish anything in this journal for pay, 
EXCEPT IN THE ADVERTISING COLUMNS. We give in our editorial 
columns OUR OWN opinions, and those only, and in our news columns 
present only such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inventions, ma- 
chinery, supplies, financial schemes, etc., to our readers can do 80 
fully in our advertising columns, but it is useless to ask us to recom- 
mend them editorially, either for money or in consideration of adver- 
tising patronage. 








INVENTORS AND INVENTIONS. 





To a young, enterprising and progressive railroad man- 
ager, the attitude which he should assume toward new 
inventions is often one of the most perplexing questions 
which he must encounter. To test every new or promis- 
ing thing which is presented would entail endless ex- 

“pense and consume all his time. To condemn all new 
things lays him open to the imputation—with more or 
less justice—of being bebind the times, and not alive to 
avail himself of tlre latest and best improvements in rail- 
road operation. On the one hand, too, he will have 
conservative officers and stockholders who regard every 
experiment as visionary and wasteful; while others will 
be in the confidence of inventors, and, being to a greater 
or less extent ignorant of the subject presented, give 
credence to all the plausible representations which are 
made, and then use their influence to introd:ce the new 
thing. In this way a railroad manager or master me- 
chanic often finds himself between two fires, without 
sufficien’ freedom to exercise his own judgment, or to 
dissent from that of others. It often happens, too, that 
officers who are not responsible for the management of 
the engineering or machinery departments will use all 
their influence and authority to introduce a new thing 
vpon insufficient testimony of its merits, knowing that 
the resvonsibility will not rest upon their shoulders in 
case of failure. 

If he is entirely free, however, to form his own 
opinions, there is no duty which a railroad manager has 
to perform in which he will have occasion to exercise so 
much inte!ligence as he will if he attempts to make a just 
estimate of the value to his employers of new inventions. 
Each case presented will probably be entirely different 
from those which have preceded it. He will also learn 
that the inventor is usually a man destitute of the faculty 
of reasoning clearly, or of apprehending any truth which 
is at all adverse to his interests or ideas. In fact,a very sin- 
guiar obliquity prevuils generally regarding the nature of 
the inventive faculty. It is usually confused with a certain 
aptness for contriving and combining mechanical appli- 
ances. Now a person may have this and yet not bea 
successful inventor. Invention implies an exercise of 

imagination, it is true, but to be successful it requires 









that the ideas thus evolved should be guided, controlled 
and applied by a reasoning process in the highest degree 
exact and scientific. 

That there is a great deal of false sentiment and sym- 
pathy wasted upon inventors, any one who has bad much 
intercourse with that class must have learned. We do 
not, of course, wish to convey the idea that there are not 
among thcm clear-headed men who are honest and true, 
but who, for the want of aid from those who could give 
it, have been unsuccessful. Such cases have occurred 
and doubtless will occur; but the reason why it is so diffi- 
cult for that kind of men to get either aid or sympathy 
is because there are such immense numbers of crack- 
brained, loozse-headed impracticables, who consume the 
time, the patience and the attention of those who can 
and would give assistance and encouragement to those to 
whom it would be of service. Railroad managers very 
soon learn to recognize the inventor, with a model 


under his arm, and only one idea in his head, 
who edges his way into the presence end ac- 
quaintance of those whose position or influence he 


thinks would be of assistance to him, and does it in a 
sort of half shy, apologetic sort of way. His invention 
is always of immense value. In explaining its advantage 
he is sure to warm up as he advances, and soon betrays 
his inability to see more than one side of the question he 
is discussing. He is also very apt to reveal his ignorance 
of the subject to which his invention refers, and it soon 
appears tuat he does not comprehend the difficulties he 
has to encounter nor the conditions under which his con- 
trivance must operate. Now we do not, of course, mean 
to say that this describes all inventors, but it is true of a 
large class, who infest nearly every railroad shop in the 
country. Superintendents, engineers and master me- 
chanics, whose time is usually fully occupied, are wearied 
and annoyed in listening to their wild statements and 
loose arguments. It is, therefore, no wonder that rail- 
road officers learn the art of ridding themselves of these 
intruders, and turn deaf ears to their recitals. Nor is it 
surprising that they should apply the same rule of con- 
duct to all, and with as much politeness as possible 
should dismiss all inventors without giving them a full 
hearing. Now, obviously, there would be great injustice 
in doing this, and yet it is difficult to discriminate be- 
tween those who are worthy of attention and those who 
are not, without listening to what all have to say. When 
the charge is brought against railroad officials that they 
are slow to entertain and introduce new inventions and 
improvements, it should always be made with great al- 
lowance for what they are obliged to endure from vision- 
ary and half-witted persons, who have only very dim no- 
tions of the objects they are trying to accomplish. It 
should be remembered, too, how exceedingly small a pro- 
portion of the inventions which are patented are ever 
successful. There are now over eight hundred patents 
for car-couplers, only one of which, to our knowledge, 
has ever been used to any extent. Now obviously it 
would not be surprising if a railroad official should take 
the ground that if, asa rule, he should condemn all new 
car-couplers he would on an average be right eight hun- 
dred times, and wrong only ence. This method would 
also have the advantage, which is exceedingly tempting 
to an overworked official, that it involves no labor of 
examination or estimate of the merits of new inventions. 
The proportion of successful to unsuccessful inventions 
is perhaps smaller in car-couplers than in most other 
classes, but the number of patented articles which are 
put into general and successful operation is always ex- 
ceediogly small. If, therefore, a system of universal 
condemnation is adopted for all new things, the person 
who adopts it is very certain to be right a great many 
times and wrong very seldom. 

The most common fault with inventors is that they do 
not siudy nor understand the subjects to which their in- 
ventions are intended to apply. Many of them are en- 
tirely untrained, either with the discipline that the trans- 
action of business and the management of affairs gives, 
or that which comes from hard study and mental educa- 
tion, and, therefore, all their ideas have a very loose, 
parasitic kind of hold of the subjects to which they refer. 
Instead of testing in every possible way the efficiency of 
their inventions, and of proving by clear and logical 
reasoning and experiment, so that all sources of error are 
eliminated and the truth presented in a certain and un- 
assailable form, they are apt to present only crude and 
immature ideas, the futility of which the practical in- 
stinct of any experienced railroad manager is very sure 
to see at once. It is for this reason chiefly that inventors 
as a class have fallen into disrepute among railroad man- 
agers—because so many importunate and impecunious 
people, who should be studying the elements of me- 
chanics or learning a trade, are continually presenting 
their crude ideas. ° 

To refuse to try any new thing or to use any invention 
which is patented, as some railroad companies have done, 
ig a policy which, if generally adopted, would make all 


future improvement impossible. That experiments, if in- 
telligently made, would be very profitable to railroad 
companies, there can be no doubt; but it is also true that 
a great deal of money can be wasted by going over old 
ground, or by making experiments carelessly or ignor- 
antly. When, however, a new invention is presented, it 
must have some ground of merit which is capable of 
being cleariy stated, and should be as unassailable as a 
judge’s charge to a jury, and be based on equally sound 
reasons and evidence. Usually, however, the merits of 
inventions are presented only by very glittering gener- 
alities, loose assertions and extravagant claims. It hap- 
pens very often, too, that inventors have an incapacity 
for seeing the truth concerning their own pet projects. 
There is another class who have no faith in the ultimate 
triumph of truth, who believe that humbug is a power in 
the world, and tiat it works successfully instead of in- 
evitably ending in failure and disaster, as it always does 
Now if an exact and accurate statement of the merits of 
an invention is made in writing, a little clear analysis of 
the arguments and facts to support them will nearly 
always reveal the strength or the weakness of the 
claims made. Usually, however, it will be found that 
the humbug class of inventors are very much averse to 
making any such statements. Believing as they do that 
the success of an invention depends upon the skill with 
which it is ‘‘ introduced,” they regard all refutation of 
their fallacious assumptions as only skillful trickery to 
defeat their projects. In exauiaing the merits of any 
new thing, therefore, it is weil io demand of the inven- 
tor a clear statement of the advantages claimed. Sucha 
statement should, if the invention h .ve any actual merit, 
set forth clearly its advantages; and if it have none, the 
document will be very apt to reveal a tendency to vague- 
ness of statement, or else, if more specific, show the 
weakness of the case presented. It will at any rate be 
capable of being submitted to experts, and will furnish 
a distinct and tungible presentation of what is claimed, 
which is sometimes very difficult to obtain from the oral 
statements of inventors. 


THE COST OF ACCIDENTS. 





In our “ Chicago Railroad News” we note the con- 
duct of sundry lawyers who seek the public good and 
much-needed employment for themselves by writing let- 
ters to those wio suffered from the Lemont collision and 
advising them to decline a settlement, but to insist on 
prosecuting the company, “ which ought to be made to 
sweat,” these disinterested persons say. 

We do not purpose to consider this proposition, but 
rather to see how far railroad companies do suffer from 
the consequences of accidents caused by their negligence 
or otherwise. 

The law makes common carriers responsible for the 
lives and limbs and property of those whom they carry, 
except when the injury is caused wholly orin part by the 
negligence of the sufferer. The carrier cannot claim 
exemption because the fault is in its servan's, not even 
when these servants have Celiberately disobeyed its 
orders, and when the coporation has exercised all care in 
selecting and superintending them. This sometimes 
seems hard; but the law evidently has been made for 
the purpose of enforcing special care and vigilance in 
the carrier, who, being to a certain extent the insurer of 
its passengers, naturally takes an insurer’s pecuniary in- 
terest in their safety. 

So almost every man injured by a train accident costs 
a railroad company something. There are laws limiting 
the compensation for death in some of the States, at 
least, but for disabling persons the damages are frequent- 
ly assessed at very large sums, proportionate somewhat 
to the earning ability of the person disabled, and the 
length of the disability. In Illinois the limit for a death 
is $5,000, we believe. 

Toe most costly accident of which we have an exact 
statement was that at Revere, Mass., on the Eastern 
Railroad. At the closing of the last fiscal year, Sep- 
tember 30, 1872, the company had expended $134,784.88 
on account of this accident, and the claims were reported 
to be substantially settled. This was done, we believe, 
with but one or two cases of litigation. This sum, lost 
we may sayin one day, is considsrably more than the 
road ever earned for itssharehelders in a whole year, and 
was equivalent to an assessment of 10} per cent. on the 
stock. This certainly was a very heavy fiae and the 
company “sweat” pretty freely. 

The Chicago & Alton Company will have to pay, prob- 
ably, for nearly twenty persons killed and a greater 
number injured, besides the large expenses attending the 
accident, many of which it was not legally bound to 
make, but made willingly for the same reason that a man 
might spend money freely in relieving the distressed, 
and besides the value o° the rolling stock destroyed, 
which may by itself reach $20,000. It is not impossible, 





we suppose, for the whole cust uf the accident to reach 
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" $150,000 to $200,000, which is equivalent to an addition business done in through cars to the Joliet cut-off of 10:05, the moment when he started. He asserts, however, that 
" of 5or6 per cent. to the year’s working expenses, and the Michigan Central at Joliet, 38 miles from Chicago. | his watch was 50 minutes behind timo, and that by it he bad 
“ cannot be paid without making an impression even This end of the road is, however, pretty well crowded, per- plenty of time to mect and pass No. 4.at Willow Springs, aud 
wo commene os the Coleen Ai. haps more so than any other single-track road entering Chi- some one to whom he showed his watch shortly after the colli- 
ld Be yw Jittied rie 8 3 cago, though not nearly so much so as was the part of the | sion confirmed his statement as to the timeof the watch then, 
r- Fr om the numerous propositions to fine railroad com- Chicago, Burlington & Quincy between Chicago and Aurora | But on the other hand the station agent at Lockport saw him 
it panies enormous amounts for accidents, and from the | pefore it completed a second track between those places, which | consult the clock there at such atime that he ought to have 
of charges oi recklessness against directors, it would seem | was but recently. As to the quality of its management, it is | known his watch was wrong hac it shown 9:15 when he left Le- 
rn that the public is not generally aware how much railroad | best to judge it by 1is fruits, which are the conduct of an ex- | mont. It was running after the accident, and there is a disposi- 
” compinies actually suffer from their accidents. . These | ceptionally heavy traffic for a long series of years without the | tion to believe that he did not consult his watch, but took orders 
of exceptionally costly ones may make a great impression death or serious injury of any passenger in & car. . from the conductor on trust, taking it for granted that he was 
" both on the companies and the public; but it is the Bricfly, the circumstances of tbe col.ision were these : A right and without considering his own responsivility. This sup- 
I slighter accidents which in the aggregate form the south-bound express train (No. 4) Was running from Chicago to | position is held to be more probable because the engineman had 
p- ash h - St. Louis with the right of way dgainst all trains except the | been but ashort time on the road, and might think himself 
tv heaviest burden, and one which every company has to opposing express (No. 3). This train left Willow Springs, 18 | hardly qualified to questian the orders of a conductor so much 
“4 bear. Aside from damages to persons, & Very | miles from Chicago, at 10:06—about fifteen minutes late. A | more familiar with the train, the road and the rules. 
a large amount is absorbed annually in the} north-bound coal train (No. 23) ranked as fourth class, which | Now of the neglect of the conductor there can be no ques- 
in rolling stock and freight destroyed, and sometimes| had to keep out of the way of all trains, was running | tion. The engineman is made equally responsible in order to 
a much greater damage is caused by the blocking of the into Chicago. It reached Lemont, 25 miles from Chi-| havea check upon the conductor, however, it beivg supposed 
n- road by wrecks on lines worked up to their capacity. | °48% about 10 o’clovk, and remained a few minutes. | that there can hardly be ja coincidence in their neglecting or 
eS It would probably be impossible to estimate the aggre- It was about an hour and a half behind time, and the express | forgetting anything. If the engineman’s watch suddenly 
of f ide = . site train was due at Lemozxt almost at the very instant at which | stopped for 50 minutes .and then [started again, as he said it 
of gate cost « accidents in any section, nad — = end the coal train left, which was 10:05—one minute before No. 4 | did, then there would be a coincidence in the failure of the 
ly line; but it would seem well worth their while for rail- | ieft Willow Springs. The coal-train conductor asked for no | conductor to remember and the failure of the watch, which was 
he road companies to keep an account as exact as possible | orders and got no orders, but ordered his engineman to pull | the engineman’s guide, to keep correct time, and the remedy 
aon of such expenses. When a great accident comes, it is | out and go ahead, and the engineman obeyed him. The natu- | (with this system) is a better surveillance of time-pieces ; if, 
_ pretty sure to set men to thinking, on the subject ; but | ral consequences followed. The coal train, with a ten-wheeled | however, the engineman neglected to consult his watch or to 
even railroad men are apt not to feel sufficiently the lesson engine and 35 loaded cars, on a down grade, and the express | consider the time-table, taking it ior granted that the conduc- 
at taught by numerous slight accidents, unattended by loss train, with express car, baggage car, smoking car, two day | tor would not err, then the fault was in the lack of sirict obedi- 
th of life. which should all be inc en to care and vigi- coaches and two Pallman sleepiug coaches, going at the rate | ence in the engineman, aud the remedy is a more ¢ffcctive dis- 
of | : N » eheett ts adl ft of about 30 miles an hour, met about two miles north of Le- | cipline. 
to i = - oe ” —_ om & es _ a mont, where a curve and a dense fog combined to hide the A more effective discipline,” doubtless, is needed on almost 
ny much, pecuniarily, fr _ accideats as railroad companies. | traing from each other until they were close together, and only | every American railroad, aud the need of it, we believe, is 
n- We sce that the entire annual profits of the owners of | gave time for quick calls for brakes, which were almost coinci- | quite generally recognized, though the means of attainivg it 
- one railroad were absorbed by a single accident. This is | dent with the crash of the collision. arenot. There is probably scarcely a company which has not 
it, as if a great merchant should be deprived of the entire] Being on a curve, the heavy coal-train engine (weighing 45 | !¢lt the inadequacy of the punishments which it is able to im- 
a income from his business fora year by the disobedience or | tons) pushed the express engine over to the inside of the curve, | P08¢ for the most flagrant and dangerous neglects and disobe- 
-. negligence of a clerk (or a mistake of h's own). In | ran under the express car and doubled it over the baggage car, | diences. Had the train-men in this case discovered each 
b such acase the public would feel that he was at least | shoved the latter also to the inside of the curve, breaking it other’s trains in time to stop before meeting, the Chicago & 
“4 sufficiently punished; but in the case of the impersonal | !oose from the smoking car behind ; then, still keeping the oo psn ed pe rag epee wrnig prreteng - “. 
; . sos arently, it struck the smoking car full in front, lifted | S4/ty parties and inform other Companies of their conduct ; 
i railroad corporation, where the losses are divided among oni ry aol seth eieian tie pw neal through the | and the probability is that in a few years at most they woul 4 
d, — te pegpaaneppente oe nS ae enum Aneng C timbers, tumbling the passengers (the car was crowded) | be running tra ns again somewhere between Maine and Cali- 
a though it may result in the deprivation of several pcr- 


into the rear end. This square stroke ou the end of the car fornia. In this case even, when two men are directly responsi- 
sons of theirsoleincome. ‘The companies, of course, Can- | panctured the boiler and let the scalding steam and water into | ble for the death of about twenty persons, it is doubtful wheth- 

not fail to feel it, and it doubtless has the influence it | the smoking car, so that every person in it, except one or two | &r the law will afford avy other punishment than the confine ’ 
was intended to have—that of increasing care | who fell through the breaks, was more or less scalded, most of | ment preceding an examination. An adequate punishment 
in the working of a road and the disposi. | them severely anda great many fatally. Nearly all those injured would doubtless have a great effect and enable raiiroad 


tion to look out for and adopt whatever improvements | Were scalded by the steam except the men on the passenger seg a — ron pe fine mach better then hereto- 
n- Pr ; engine. An engineman on this locomotive who was learning | fore. “Obey orders or be discharged” has not a strong deter- 
tend to decrease the possibility of accidents or the de & 8 : : : 
nd a tive sitedin of eh as do yeast That false econo- | the To had his head cut off; its fireman was buried in coal | Ms sihet an Rien SRS aengTENy anh et geNy eae 
et- ace ne pairs e188 eae! a and bruised to death (though scalded also), and its own proper | ment again, of some kind, veryeoon; but “obey orders or 
d my which results in a destruction of ten times the amount 
n 


; , . engineman was so hurt in jumping as to endanger his life and | #¢Tve @ term in the penitentiary” is quite another thing, and 
saved will not last long, except with stupid as well as 


make him delirious down to our last information, while the | Wil! be so felt. ‘ 
rad inhuman managers ; but it is not always that sufficient engineman of the coal train was also slightly injured in jump- The forgetfulness of the conductor of No. 23 (Edward Beane) 
to attention is paid to either the causes or the cost of acci- | ing. Still, notwithstanding the terriffic shock between, a train | is certainly remarkable, considering the circumstances and his 
{ dents to enable men to know what, or the lack of what, | 60 heavy and one running at such speed, whose momentum familiarity with them. Stillit must be remembered that men 
ut | 


is eating up their profits. could have been very little modified by brakes or reversing, | Will forget sometimes, and that itis necessary to put a check on 
m - probably no injury, or very little, would have been suffered by forgetfulness. The failure of this check seems to us more 
































‘an passengers had not the steam escaped from the engine into a alarming and more significant than the original forgetfulness, 
The Lemont Collision. car, producing effects such as commonly follow explosions of | If it is true that the engineman of No, 23 took the conductor’s 
ini river steamboats—that is, the killing of passengers by inhaling | ders on trust (and we fear that it is very often true of engine- 
‘y The terrible accident between Wiliow Springs and Lemont, | ¢aiding steam. The two coaches and the two heavy sleeping Phe then bis quilt coome om te ant Saguat: the conductor 
ws Ill., on the Chicago & Alton Railroad, which occurred on the | fs bebind the smoking car, strack with such terrible force as, “ forgot” his duty; the engineman did not attempt todo his. 
P night of the 16th instant, is probably the most serious railroad | to bring them to a staud immediately, were scarcely injured at Vasy qraeiedy, Seman, Chen Grocrene aun are Oneeaaey 
” casualty that has occurred in America since the accident on the | #!!, and did not leave the rails, and the passengers in them pene Se hoses act, tho cies to in seailiy to legnen 
a Grand Trunk Railway, near Shannon, in June of last year—| Were hurt only by being thrown from their seats or berths by the eunen et seqpensiniiy t2-o8, or nal eneigt the a 
its which, by the way, was very similar in ita effects, though a de- | the shock. This was owing, doubtless, to the construction of atom it netaally Sele fect. Tho ences avo very few in which 
in railment and not » collision, nearly all the casualties in both | the cars with Blackstone’s platform, which, so far as the shocks thete check * seeded, and whens man bas coon 0 thousand 
es cases being caused by the escape of scalding steam from a | Of collisions are concerned, has an effect very similar to that of ensssesive tastenees & wae Sts cao ns net aegtne te _ 
or punctured boilerinto a car full of people which had been thrown Miller’s better known apparatus. — entetg, hols inclined to ast es if there was no need of his 
in upon the engine by the shock. As to the effects of the accident, however, we are less con- penn — rer of a —— - on which 
of The Chicago & Alton accident, which has resulted in the | cerned than as to its cause. American railroads have probably sd pep ghee 9 = pov helt _ a . = ee pp - 
: death of 19 and the injury of 32 persons, has of course called | by far the most effective arrangements for mitigating the . h a 8 t “A a re Ce 
asl out a great deal of discussion and innumerable suggestions, | effects of accidents known in the world. In this case, too, all | ™¥° towards greater safety. — ; 
such as every serious accident occasions. In this case we have | the trainmen seem to have had their wits about them after the The conduct of the corporation in this case was as eminent 
ts not to go far to find the cause of the collision, nor to fix the | accident had happened, and taken all possible precautions | ** the direfulness of the accident. No pains or expense have 
ng responsibility for it. It was perhaps the clearest case of dis- | against further disaster and for the relief of the victims. been spared to care for the dead and wounded, open to investi- 
at obedience of orders that we have ever had to report. Train- | Indeed, relief was being prepared before the accident occurred, gation the circumstances of the accident, and bring to justice 
at- men who were familiar with their duties, familiar with the | for the station agent at Lemont, astonished at the coal train’s the men responsible for it. On complaint of the company, the 
at rules, and familiar, too, with the special circumstances existing | pulling out on the opposing train’s time, had telegraphed to ype 0 = — = train yf enenate and confiued. For 
- at the time, ran their train directly upon anothor train’s time | Willow Springs, learned that the express train had lett, noti- “4 ar a: rte » shat ate e sain, a the col- 
th and into the train, of course to their own imminent peril, and, | fied a freight train then at the station that a collision was | !!#100, 1t offered a reward of # thousand dollars ; and it adver- 
alas! to the killing by torture and the maiming of a large num- | inevitable, sent for physicians and listened for the approaching tised to pay ° liberal reward for information of the friends of 
ber of other people. shock, which was soon heard. two of the killed—the sole instance on record, we imagine, in 
ct But it is not enough to show that there was criminal dis- Now there can be no doubt as to the proper place of the coal which o relizoad hes offered to pay Sor Sanding men to whem i 
mn obedience of orders. No one believes that such disobedience | train No. 23. It did not have even-a chauce of reaching the — rs robably — 4 vend 4 —— f ~ one who 
p- was malicious—it must have been either through recklessness | next station without meeting No. 4, unless the latter should _ wr) a a az on Five ) P > oe eared ys ny 
88 or an astonishing .forgetiulness, and that, too, on the part of | ps long behind time, and No. 23 nor any one below pe cs ms ae . oe re a ~ paged ¥ Sey ng ong 
ed two men at once. If such recklessness and forgetfulness are | No, 4 itself had any reason to suppose it to be prea - arse se et nsaroarg >a, _ ti ae aa 4 
e possible, especially among carefully selected and well-paid | pehind time at all. Had it been just on time the — oie *~ - ~A : at Hens sesdteecesad myer an = bs ~ 
: men, such as the Chicago & Alton has in its service, we should | eojjision would have occurred half a minute above Lewont. en ee a ee ae on wrening : 
- at least try to contrive additional checks on these vices or i and noone who knows how much « railroad officer prises @ 
he bam . . ’ The conductor of No. 23, who had served the company faithful- reputation for uninterrupted safe duct of traffic 
weakneaser, and it is on this acc.unt chiefly that the accident ly and accurately for two years or more, and had run this same | 3 4 8 Peg . 
nd k : 4 3 2 will doubt that the Chicago & Alton officers regret this calamity 
ts worth stedying. train, which, being fourth-class, has always to be looking out | 1 ore bitterly than any one else can, and will use their utmost 
he The Chicago & Alton probably ranks with the very first in | for trains and passing them at various stations, for about a contin ed a osestitenati. 
he the country in the condition of its permanent way and rolling | year. He was seen by several men immediately after the col- eet patna bic 
stock. 1t ranks with the first Western roads in its traffic, which | lision, and offered as his only explanation that he “ forgot all 
yb- has for some years usually produced about $10,000 per mile. | about No. 4 until two mioutes before they struck.” As itis| The Nashville, Chattanooga & St. Louis iRailway. 
ter It is the heaviest coal-carrier in the West, and this business is | hardly supposable that he intended to cause a collision, we sup- 
= mostly on the 53 miles of the road between Chicago and Wil- | pose that he probably told the truth; and it then becomes im-| This company’s line extends from Chattanooga, Tenn., north 
nal mington. The general traflic of the road is also the largest | portant to know what check, if any, there was on his forgetful- | by west to Nashville, and nearly west to the Mississippi River 
hs at thatend, The coal trafiichas grown rapidly of late, and | ness, and why it failed in this case. The check was the usual one | at Hickman, Tenn., a distance of 321 miles, with a branch 7 
s has made the necessity of a second track felt. About 25 | —the respon:ibility of the engineman, who is bound equally | miles long from War Trace (53 miles southeast of Nashville) to 
d, miles of such track has been laid, and work has been | w'th the conductor to know and ran by the time-table which he | Shelbyville, and one 13 miles long from Bridgeport, Ala., (18 
d, in progress this season on an extension of it to Chicage. | earr‘es in his pocket, and to disobey any instructions from the | miles west of Chattan.oga,) to Jasper, Tenn., making total 
le, The need of it was somewhat less on the extreme northern | conductor contravening these rules. He, as well as the con-| of 341 miles of road owned and worked by the company. It 
ch section by reason of its turning a large amount of eastern! ductor, knew that No.4 must be met and that it was due at 





succeeded, dnring the past year, to the Nashville & Chattanooga 
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and the Nashville & Northwestern companies, the first of which 
owned the 151 miles between Nashville and Chattanooga and 
tue 20 miles of branches, and the latter the 170 miles between 
Nastville and Hickmav. The Nashville & Chattanooga bought 
all the stcc’s and bonds of the Nashville & Northwestern, aud 
then had its name changed to cover the whole line. 

The report of the President, Mr. E. W. Cole, of Nashville, 
for the fiscal year ending with June, 1873, shows that at that 
time the company owned, besides 311 miles of railroad . (with 
30 miles of sidinge),83 locomotives and 1,164 cars of all classes, 
aud seme timbered Jands held fer fuel supplies. The report 
estimates the value of the permanent way at $40,000 pcr mile, 
and that of the other property at a total of $2,000,000, making 
the whole property worth $15,610,099. This is represented by 
the following oapital account: 


. 
C'pital steck (319,.02° per mile)............. eee eee eee $6,476,049 44 
6 per cent. boud: indorsed by State Tveasarer........ 14250 0 vu 
6 per cent bonds unindors-d...... 20... 22.22 ee eee 2.000 00 
4 per ceat. bonds tu Cuited States...... TAREE 1,200,UL0 00 


It agreed to pay the State of Tennessee $240,000 in the 
State's bends for its interest (the first mortgage) in the Nash- 
ville & Northwestern, one-half of which it has already paid. 1t 
also owes the State $361,165 of the State bonds which were 
loaned to it, and also $148,220 in money to the State for pa)” 
ments of guaranteed interest during the war. There is a fluat- 
ing debt of about $250,009 for improvements of rvad and addi- 
tions to equipment of the Chattanooga Division, and $480,520 
for similar expenditures on the St. Louis Division. The ‘l'en- 
nessee bonds owed can be bought at a discount of about 
one-s.xth, so that the debt to be paid in that paper is equivalent 
to $1,303,475, which, added to the other fluating debt ($878,740 
ia all), makes a total of $2,182,211 to ba added to the mort- 
gage debts in ths table above. This givesa total funded and 
floating debt ot $4,627,211, or $13,570 per mile of road. 

‘lhe report announces that the company is now having pre- 
pared a tirst mortgage on the whole property, at the rate of 
$20,000, which will make a total of $6,820,000. This is to be 
applicd to the payment of the present debts, funded as well as 
floating, the largest part of the former of which falls due within 
afew years. “The surplus proceeds of these new bonds will 
bo held to be ueed for the best interest of the company, as may 
bs seen by the directors, or instructcd by the stockbolders.” 
The new issue is to bear 6 ver cent. gold interest and run for 
4) years, and it is intended to sell $4,375,000 of them now, to 
retire the present debt. 

The report of earnings and expenses for the year will serve 
to indicate the security of the bonds to be issued. These were 
for the 171 miles of the Cuattanooga Division : 


$382,476 77 
. 1,2-2,841 10 

25 £80 U4 
1%,6-1 Uv 














Tota! ($9,632 ver mile)... .....00..... se cence eens $1.055,5.9 31 
Woking auu other expenses (713$ per cent.)........... 1,183,787 6 
Net earning: ($2,727 per mile).................0085 $47 751 G5 


For tue 170 miles of the St. Louis Division they were : 





Nie aii ahah cas saniaties Semaaeanckaas Uantamed 230.805 19 
SE oo ann uhnasuyus nas cacodeics iweb naa piSe Wace cada S34 4-06 05 
REN are ok cca a ada sicies aauecinnd vee biewensiseAbsi paws 10,002 35 
ARI ICON... 6 niincins. sacenccabdintcacdsmscacuncas 12,t80 93 

NE PPE TANI cok aciccccs seccensconcccecnvnc 142.68: 30 
Workin,, expeuses (57 pet cent.)............ cece cece ceees 559.150 33 





t3 531 (3 
Net earniogs of both div.sions :$1 623 per mik)..... $555,262 68 
These net caruiugs were sufficient tu pay the interest uu the 
propos. d issue of $20,000 gold bounds per yiile, counting the 
premium at onc-sixtu, and leave a margin of $225 per mile. 

The report says that au addition of $100,0U0 might have 
been miude to tue net income but for bluekades iu the connec- 
tiuus uf the road, and the late epidemic of cholera in Nash- 
ville. 

Tue receipts of the 151 mies of main line between Nashville & 
Chatiatovga were at the rate of $10 878 per mile, which is greater 
than ou any ctber Suuthern road, just two aud a half times the 
average Oo. Southeru roads, aud a litle more than the average 
earnings of New Euglaud railroads. Much is expected from 
Vaiivus ew tailroads in construction or projected, especially 
for tue Cuattanouga Divisiun, wuich comm iuds the must direct 
appreach over the mounts.ns from the North to Georgia and 
the States east of it, aud hes but one compet.tor (the Luuis- 
ville & Nashvilie’s jiue from Nashvilic to Montgomery, Ala.) 
for traffic cruesing the S.utherp moutitsins. ‘The lucal traffic 
o! tuis division increased by alout $63,000 during the year. 
The total earnings of the St. Louis Division increased 
$21,180 iu the same time, or about 3$ per cent., the 
through freight traffis yieldiug $81,000 less (largely on ac- 
cout uf the closing of tie Mississippi above Hickuan, which 
prevented receipts from boats and car transfers for weeks in 
tLe busiest seasvt), the through passenger traffic $36,474 
mur, aud tue lucal traffic $65,683) more. 

The Presid: nt estimates for the Lext year an increase of 10 
percent. in receipts aud a decrease in the percentage of work- 
ing «xpenses to 70 for the whole line, agwiust 75} per cent. for 
the last year. With such an improvement the interest on the 
current debt aundaé6 per cent. dividend on the stock wiil be 
carried, 

Certainly this is not an extravagant increase in receipts to 
expect, with a good cotton crop ia the Soucb, an increase in 
tue coal traffic (already averaging 45 cara per day), and no 
new competitors €xisting cr provable. And the reduction in 
working «xpenses ought certainly to be possible unless the line 
is in much worse order than it is repurted. 


Net carnings ($491 per mile).......... 








Cevelonments of the {Illinois Railroad Law. 





The Illinois Railroad Commissioners, it is reported, have 
agrecd to report three cents as the maximum permissible rate 
per mile for passengers on railroads of the first class in the 


State, including most of the Chicago rvuads. The tariffs which 
the Railroad Commissioners are iurtructed to prepare are not 
to take «ff ct uutil carly in Javuary next, juct after the as- 
semblirg of the Legislature, aud then are not made absolute, 
but only prima facie evidence that higber rates are extor- 
tionate. That is, the charging of higher rates will make tLe 
offender liable to prosecution by the State, and, should the 
constitutionality of the law be affirmed by the courts, to fines 
ot various amounts, according to the number of the offense, 
but none, we believe, less than $5,000. 

The recent break in rates from New York westward, owing to 
which freight is carried in that direction for much less than 
cost, is reported to be likely to cause the Commissioners to 
prosecute complaints. The Tuledo, Wabash & Western is re- 
ported to be charging little or no more on some classes of 
freight carried from New York to Springfield than it does from 
Springfield to the Illinois 1 ne—about a hundred miles. The 
railroad companies, and nearly all good lawyers, ins st that the 
State caunot regulate charges on any traftic which is carried to 
or from points outside of the State without intringing on the 
powers of the General Government ; but the Railroad Commis- 
sioners have given an opinion that the law does apply to 
such traffic, so far as to make it unlawful to charge ss much 
for carrying a given distance witbin the State as for carrying 
the same distance within the State and some distance besides 
outside of the State. If the Commissioners insist on making a 
test of this point, it is probable that they will have abucdant 
opportunities, as itis simply impossibie to do a through busi- 
ness On many lines under this rule. The roads whose lines 
cross Iowa as well as Illinois have much of the time made grair. 
rates nearly or quite the same to Chicago from ail Iowa stations, 
some of which are 300 miles nearer Chicago than others. In- 
deed there has not been much left for the producer of corn at 
the eastern stations, and with the more western stations it lay 
between carrying for a trifle a large part of the way or abandon- 
ing the trafic and leaving the farmers absolutely without a 
market. 

The inapplicability of the law is shown very clearly by an 
attempt to fix Tuledv, Wabash & Western rates on the basis 
of the current freight rates westward. Tais traffic is 
one which is hardly increased at ali by a reduction of rates, so 
the reduction, amounting on the average probably to 663 per 
cent., is just to that extent a reduction of the income of the 
railroads. It is doubtless better for the companies to take 
ireight at these absurdly low rates than to refuse it; for 
their expenses would hardly be reduced at all did they carry 
nothing westward ; the chief loads are eastward, and the cars 
must go back, full or empty. Fifty dollars a car-load to Chn- 
cago is much better than nothing, since the car must go, 
though it is not nearly so good as $200. But it ought to 
need no explanation that a similar decrease on all the traffic 
of a company, through and local, east-bound and west-bound, 
would deprive it of nearly or quite two-thirds uf its income, 
leave it but half enough to pay its working expenses, and leave 
the richest company in America bankrupt in Jess than a year. 





. 





Record of New Railroad Construction. 





This number of the Rartroap GazeTTe has information of 
the laying of track on new railroads as follows : 

Geneva & Ithaca.—Track laid from Geneva, N. Y., southeast- 
ward and from Ithaca -northwestward in all 25 miles. Jont- 
pelier & Wells River.—Exteuded from Marshfieid, Vt., east- 
ward 3 miles, and on the eastern section from Suuth Ryegate 
westward 6 miles to Groton, Vt., in all 9 miles. Western 
Maryland.—The independent entrance into Baltimore has 
been completed from Owing’s Mills southeast 12 miles to a 
jauction with the Baltimore & Potomac in the western 


part of Baltimore. Buffalo & Jamesiown. — Ex- 
tended from Eden Center southwest 10 miles to Tay- 
lor’s Hollow, N. Y. Peoria, Allanta & Decatur.— 


Track laid from its junction with the Toledo, Peoria & Warsaw, 
near Peoria, southward 2} miles. Green Bay & Lake Pepin.— 
Extended from Merrillan, Wis., southwestward 15 miles. 
Winona & St. Peter.—Extended westward 10 miles to the 
western terminus at Lake Campeska, Dakota. Texas & Pacific. 
—The Jefferson Division bas becn extended from Monterey, 
Tex., north by east 7 miles te a point sixteen miles north of 
Jefferson ; and track bas been laid on the Transcontinental 
Division from Sherman, Tex., castward 10 miles. 

This is a total of 1003 miles of new railroad, making the 
total completed iu the United States in 1873, 2,1254 miles. 





Freicuts Rates WestwarpD are in a terribly demoralized 
state, owing to a reckless competition. There is a constant 
inclination to this, from the fact that most cars go back 
empty, and the addition of a car-luad in that direction is 
almost clear gain, however little may be received for it. 
So a company which gets any freight from a competitor 
13 apt to count it so much profit: and so it would be 
if two could not play at that game; but they can, and more 
too. And as no reduction of rates even to the lowest fig- 
ures ever reached, has any considerable influence in increasing 
eastward shipments for the year, the companies actually steal 
business trom each otber, and lose almost exactly in proportion 
to tte amount carried. The reduction docs have a temporary 
effct, to the companies very injurious, in hastening shipments 
which would otherwise be delayed, and thus creating the 
appearance of an increase of business by reason of a 
reduction of rates. But this is only because it is known that 
rates may be raised any day, and that they almost inevitably 
will be within.a few weeks. But afterward it 1s found that 
shipments fall off just about to the extent to which they in- 
creased when the rates were lowest. 

All this month rates bave been broken, and this week the fol- 














lowing further reductions were made in rates from New York : 





To Buff.lo ....... fiom$ 50 to 22:To Mempmns ....from$! 35 to 9 

a tiem 9 to 26! To St. | ouis....., from 7 to 55 
lo Toledo........ fiom 8 to 31)Tv Fort Wayne..from 65 to 35 
To Detrow....... from <3 to 2e/To: icago -trom 53 to 23 
‘To Cleveland ... feo 49 to 26)" Mi.wauk Jjrom 53 to 23 
Tv Columbys.... from 60 to 32'To Atcli on.....f1om 1 39 to 97 
‘Yo Cim ivnat:....fiom 70 to 37:To Leavenworth.trom 1 3! to 97 
To Ind anapolis trum %1 to 3x: ‘Tv Kansas City..f om |! 3) .0 97 
To Louisville....from 86 to 49.To St. Joseph....from 1 39 to 97 


To Nachville.....from 1 lu ty 43! 

These ought to be low enough to satisfy the most exacting ; 
but of course there are many shippers—say those who Jaid in 
their stocks just bef: re the break—who will} suffzr greatly by it. 











NEW PUBLICATIONS. 


A Practical Treatise on the Movement of Slide Valves by 
Eccentrics. By C. W. MacCord, A. M. (D. Van Nustrand, New 
York.) 

This book might, if the expression be admissable, be termed 
a graphical analysis of the motion of slide valves. Each fune- 
tion and member of the valve is exhaustively analyzed sepa- 
rately, and rules are then given for proportioning the different 
parts to the work to be done, or to the special circumstances 
ander which the valve must be used. The fault of the book 
seems to be over-elaboration. In attempting to simplify the 
subject, so many new methods of explanation and illustration 
are introduced that the latter become more difficult to com- 
prehend than the subject itself. 

It discusses the common three-ported slide valve and inde- 
pendent cut-off valves, and the influence of the angular vibra- 
tions of the main connecting-rod and the eccentiic rod. There 
is no discussion of the link motion, which of course lessens its 
value to railroad engineers ; but all students of valve motion 
will fin | much instruction and information in its pages. 


®eneral Mailroad Mews. 


ELECTIONS AND APPOINTMENTS. 


—Mr. Joseph Angell, late chief operator in the Erie Railway 
oftice in New York, has been appoiuted Superintendent of Tele- 
graph on the New York & Oswego Midland Railroad. 

—At the annual meeting of the Belfast & Moosehead Lake 
Raitroad Company in Skowhegan, Me., recently, Hastings Strick- 
iand, Aaron Babb, W.G. Shaw and 8. P. Strickland were chosen 
directors. Samuel P. Strickland was elected President and J. 
Ff. Rawson Clerk and Treasurer. The road is leased to the 
Maine Central Company. 

—Mr. Henry G. Stebbins, of New York, has been chosen a 
director of the Pacitic Mail Steamship Company and has ac- 
cepted the position. 

—The directors of the Maysville & Lexington Railroad Com- 
pany have reappointed T. J. Glenn to be General Superinten- 
deut aud General Picket Agent, and W. G. Sanborn to be Assist- 
ant Superintendent aud General Freight Agent, for the ensuing 
year. 

—At the annual meeting of the Lamoille Valley Railroad 
Company (which is buildiug a part of the Portland & Oxzsden- 
burg live through Vermont) at St. Johnsbury, Vt., August 12, 
the following board of directors was elected : Franklin Fair- 
vanks, J. D. Bell, D. W. Aiken, O. Abell. G. W. Hendee, Waldo 
Brigham, Orange Buck, Rh. 5. Read, O. S. Rix:ord, D. D. Wead, 
A. B. Jewett. 

—Mr. O. D. Brown has been appointed Chief Engineer of the 
Southern Minnesota Railroad, in place of A. P. Maun, who has 
been appointed Chief Engineer of the La Crusse Bridge Com- 
pany. : 

—At the annual meeting of the Clayton & Theresa Rai'road 
Company at Latargeville, N. Y., August 12, A. F. Barker, R. B. 
Biddiecom, John Dorr, N. Halloway, Juhu Johnston, 8. D. 
Jubuston, Thomas Reese, Wm. Rogers, 8. W. Strough, John A. 
Suell, Wm. Whaley and James Johnston were unanimously re- 
«lected directors, At a meeting of the directors on the same 
day, A. F. Barker was re-elected President ; Jobn Jobnston, 
Vice-President; R. B Biddlecom, Superiutendent, Secretary 
ard Treasurer, and Nathan Halloway, Wm. Rogers, ‘Thomas 
Rees, R. M. Esselstyn, Finance Commitee. 


—The Beaumont, Corsicana & Fort Worth Railroad Company 
was organized at Corsicana, Texas, August 13, by the election 
of the fuliowing officers: President, Colonel Wm. Croft, Cor- 
ricana, Texas; Vice-President, Major Farris, Waxabachie, 
Texas ; Treasurer, Captain Garrity, Corsicana, Texas; Secre- 
tary, Major Alexauder B. aton. 

—Mr. W. L. Peck, formerly in the Auditor’s office of the At- 
lantic & Great Western at Meadvilie, Pa., has been appointed 
Traveling Auditor of the New Jersey Southera Railroad. 


—Mr. Hevry M. Flint has been appointed Superintendent of 
the Middle Division of the New York & Oxwego Midland Rail- 
road, which includes the main line trom Middletown, N. Y., to 
Norwich, 145 miles, and the Crawford, Ellenville, Delhi and 
New Berlin brauches. Mr. Flint was formerly telegraph oper- 
ator and conductor on the Erie, and Jately bas been Superin- 
teudent of the Muntclair Division of the Midland. 

—The first board of directors of the Olympia Railroad & 
Mining Company is as fullows : George S. Dudge, Charles N, 
Feltou, Gardner 8. Lawton, John N. Goodwin, Edward 8. Sal- 
omon. The address of the company is San Francisco, Cal. 


—At the annual meeting of the Peoria & Springfield Rail- 

















' yoad Company in Springticld, Ill., August 20, the old board of 


directors was re-elected as follows: John T. Stuart, James C. 
Conkling, John Williams, George N. Black, Springfield. Til; 
Sidney Pulsifer, A. J. Hudges. Peoria, [ll.; James Haines, D. T. 
Thompson, Pc kin, Ill.; M. Allaire, Menard County, lil.; The 
board elected James Haines, President ; James C. Conkling, 
Vice-President ; Sidney Pclsifer, Treasurer ; A. J. Ware, Pekin, 
L., Attorney. Av Execuiive Committee was chosen, consisting 
ot Jun T. Stuart, J. C. Conkling, George N. Black and A. J. 
Hodges. Also a Committee on Accounts and Claims, consist- 
ing of Johu Williams, Sidney Pulsifer and George N. Black. 

—aAt the aunual meeting of the Nashville, Chattanooga & St. 
Louis Railroad Company recently, the following directors were 
elected : E. W. Cole, John M. Bass, G. M. Fogg, John Frizell, 
G. M. Fogg. Jr., Nistiville, Teun.; E. L. J urdan, John W. 
Childress, Murtreesboro, Tenn. ; Tuomas C. Whiteside, Thomas 
Lipscomb, Shelbyvile, Tenn.; W. 8. Huggins, Coffee County, 
fenn. ; J. F. Auderson, J. B. Hawkius, Frauklin County, Teun.; 
Jackson Pryor, Marion County, Tenn.; Vernon K. Stevenson, 
New York ; John Porterfield, B. F. Wilson. Messrs. Porterfield, 
Wilson and G. M. Fogg, Jr., are new directors, replacing A. E. 
Patton, Benjamin May and J. P. King. The board re-elected 
the old officers, as follows: President, E. W. Cole; Secreta 
and Treasurer, W. A. Gleaves ; General Bookkeeper, R. C. 
Bransford ; General Superintendent, J. W. Thomas ; Resident 
Engineer, R. C. Morris. 

—At a meeting of the directors of the Boston, Hoosac Tunnel 
& Aibany Rai-road Company, in Albany, N. Y., August 16, the 





toliowing officers were elected tor the ensuing year : Presiden 
John Swinburn ; Vice-President, C. A. Stevens; Secretary, J. 
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tion of 150,000 cai -loads of and merchandise between Ful- 
ton, Ill., aud Missiesippi ports above, between the Ist of 
July and the 1st of January next, As this would give something 
like 900 car-loads daily, it is a pretty hard story to believe. 
Illinois Osntral. ; 

The crops on the Iowa Division, especially wheat, which is 
the only important export, sre very abundant, and the line is 
likely to’need all its rolling stock to carry it in a few weeks. 
Personal. 

The employees of the locomotive department of the Wiscon- 
sin Division of the Chicago & Northwestern Railway presented 
Mr. W. E. Best, late tamekeeper and shop clerk, a watch and 
chain vaiued at $300, through Mr. G. W. Tilto , the Master 
Mechanic, on the afternoon ot the 23d. 


Chicago, Danville & Vincennes. 

This company has recently purchased a tract of 10 acres at 
the corner of Brown and Sixteenth streets in Chicago, to be 
used as a store yard for coal. About 100 car-loads of Indiana 
eoal are now brought over the road to Cuicago daily. 








ANNUAL REPORTS. 


Lewisburg Oenter & Spruce Creek. 

This company’s road is to extend from the jPhiladelphia 
& Erie at Lewisburg Junction, nine miles from Sunbury, Pa., 
southwest to the Pennsylvania road at Tyrone, a distance ot 87 
miles. Itisin operation from Lewisburg Junction to Mifilin- 
burg, 11 miles. 

The operations of the finished section for the year 1872 were 
as follows : - 

Earnings : 
From passeugers............e00s Sek Lees cceecnkemeandennns $10.895 99 
BRE x0, 2 0car8s0% : 

Mails and express 










“~— Total (92.307 per mile)................000.e00eeeeees: $25 263 67 
Expensee (6336 Per COME)... . cece ee cece ence terse ceeeeee 21,227 88 
Feet CRSRRRR. o.02ccccdescnoncccce aay oles 60S sic'e0'es $4,035 49 


Since the last report contracts have been let for 42 miles of 
the line, and work is ressing on sections 12 to 35, fiom 
Mifflinburg westward, o"Gitanae of 24.04 miles, and on sec- 
tions 86 to 70, from T eastward, a distance of 18.15 miles. 
On sections 12 to 35 $113,149.09 has been expended. On sec- 
tions 86 to 70 $201,330.19 has been capended. Under a former 
contract work ts the amount of $92,869.65 was done on sections 
36 to 53, « distance of 17.89 miles, No work is now going on on 
those sections, it being postponed until the work west from 
Mifflioburg shail be completed. From Linden Hall (section 
53) te Pennsylvania Furnace the road is not yet located. 

The road, when completed, will be 87.08 miles long and the 
estimated cost is as follows: 








The 11 miles now in operation................ ib bit Scares $262,102 39 
"rhe 60 084-1000 miles now under contract..... ......... 1,595,700 00 
The 16 miles not yet contracted for...... aipheea weah. wae 348 8u0 00 

Making a totalof ....... Pea dak eins «pedi dennion $2,206,602 49 


or $25,338 per mile. 

When the branch to Bellefonte, of 11 miles in length, and the 
extension to Danville, 15 miles long, are constructed, the com- 
pany will own 113 miles ot railroad. 

The subscriptions to the capital stock of the company amount 
so far to $346,700.. Of the two millions of dollars of first-mort- 
gage 7 per cent. bonds which the company are authorized 
under act of Assembly to issue, $1,500,000 have been disposed 
of to the Pennsylvania Railroad Company, and $45,000 bave 
been paid over to the Philadelphia & Erie Railroad Company in 
payment of part of the amount that company advanced in the 
construction of the line between the Junction and Lewisburg ; 
there are, consequently, $455,000 of these bonds undisposed of. 


Chicago & Michigan Lake Shore. 

This company owns a line from New Buffalo, Mich., north- 
ward to Pentwater, 170 miles, with a branch from Holland to 
Grand Rapids, 25 miles, and a branch from Muskegon to Big 

Rapids, 55 miles, making in all 250 miles of road. ‘The branch 

to Big Rapids was not completed until after the close of the 
year, antl, we believe, was not opened until just at its close, 
and the 24 miles of the main line South of Pentwater was not 
opened until about May 1, 1872, making the average mileage 
for 1872, 187 miles. 

The operations of the road for the year 1872 are reported as 
foliows : 








Earnings: 
POM PASBON PETS. 2.2002 0sccccccncccccccccesccceccecccce - $19t.413 
Freight 288,874 
Pi akhas KnV6eSeKss sé Médsueementnecsbsassaneeesuasaesese 4,469 
ios eens ccccccckdossnnndeenssaneescsensesecns neces 11.576 
es sini das cAcemaxenadbntatinnsncaddaakabcone 4,353 
Gross earnings ($2,679 par mile). ...-..........e-eee-e eee $510,955 
Operating exp-nses and taxes (50}4 per cent.) .....- are 382.185 
Net earnings ($1,223 per mille) ...... ............000-esceee $218,200 


On account of the unfinished state of the road, no fair com- 
parison can be made with the previous year. The mileage of 
passenger trains during the year was 258 264 miles ; of freight 
trains. 193,076 miles; of other trains 31,300 miles ; a total of 
482,640 miles. 

The equipment of the road consists of 25 locomotives, 12 
passenger, 12 baggage, maii and express, 135 box and 470 plat- 
form cars, a total of 24 passenger-train cars and 605 frerght- 
train cars. There are also seven road and service cais. 

The capital stock is $1,188,400 and the bonded debt $5,350,000, 
making a total capital account of $6,538,400, or $26,154 per 
mile. The bonds all bear 8 per cent. interest, making an an- 
nual interest charge of $428,000. The net earnings of 1872 were 
less than this by $209,200, and the company has failed to pay 
its coupons due in July, 1873. 


Springfield, Athol & Northeastern. 

This company (formerly the Athol & Enfield) owns a line 
from Athol, Mass., sonthward to Barrett's Station, in Palmer, 
30.5 miles. An extension from Palmer to Springfield, about 20 
miles, is pow under construction. 

The operations for the year ending July 30, 1873, are stated 
as follows: 





Barnings: 
From puesengers.......... PY RO Se ENE ORT eee $20,338 
Freight 23.716 

(ee 

ress 
’ service 

etal ($1,211 per mile)...... . weanegsen tne Metal Maae-senb ues - 20 $46. 940 
perating expenses (94% per Cent.)............ceceee eeeccees 44 597 
INES. cc rcpacacssocetaacseedion REN ARSR rete tesNveag nate $2,343 
Received from s:ocks and bonds..............0.  seccsceeees 50 
eS ee Pt hay ie 367 
Borrowed of Athol Savings Bank...............00 sceseeeeeeee 6.500 
EE UP IE cede | cciceaciesiesdssecdeeas.eeceen 2,792 
So ee Ae piadenetktomacnsicatvnbewseceene $14 752 
MO GOMAIIA, TRONIUTE, CUB oi. oid.0. 6:05 cosic ccecccascccescccscooios 14,752 


Of the amount chargedas operating expenses, $12,968 was ex- 
pended in putting the road in repair and completing it. 
In reference to the extension from Palmer to Springfield, the 


Springfield has been expended in securing the right of way 
aud lands necessary for the building of the roa}, and in grad- 
bg, superstructure, besides $25,000 of the bonds upon the ex- 
tension, leaving $275,000 of the bouds which the company has 
been autborized to issue upon the extension yet to be disposed 
of. ‘The report states that freight trains will probably run 
through to Springfield by October 1. 


Los Angeles & San Pedro. 


This company owns a line from Los Angeles, Cal., southwest 
to its port, San Pedro. The line is about 25 miles long. 
The report for the year 1872 gives the following figures : 


NN os ctc cunt warsusdbececukeas oxseknek Aokacean eee’ 147.978 %7 
Operating expenses (68% per Cent.) ...........ceeeeeeeees 115 791 64 
I og teu ene oieeeS $52,187 13 


No state ment of equipment is given. The cost of the road is 
stated at $682,510, of which $64,510 was paid from the earnings 
of the road. The capital stock is $500,000, of which the city of 
Los Angeles owns $75,000 and the county of Los Angeles 
$150,000. 

Canada Southern. 


The first annual report of this company gives the following 
statement of the company’s present and prospective mileage : 
The main line from Buffalo to Chicago is 482 miles; the St. 
Clair Branch is 62 miles; the Toledo Branch, 35; Toledo to 
Detroit, 56; Erie & Niagara, 31; Michigan Midland, etc., 14; 
Welland cut off, 11; and the spur from the St. Clair Branch to 
Petrolia, six miles, making altogether 697 miles. 

Ot the above there is substantially completed 298 miles of 
the main line, 56 of the line from Detroit to Toledo, and 28 
miles of the Michigan Midland. By the 1st of September 46 
additional miles, 1t is promised, will be completed, making 
altogether 428 miles. 

It is proposed to build a cut-off 11 miles, from the main line 
17 miles from the International Bridge, toa point on the Erie 
& Niagara a mile and a half above the Falls. ‘This will shorten 
the distance between St. Thomas and all points east, making 
the line to the Falls 1133 miles; to Suspension Bridge, 115}; 
to the proposed bridge at Lewiston, to connect with the Lake 
Ontario Shore Line, 132}; and to Niagara, 127} ; and thence by 
steamer across the laketo Toronto. Westward from St. Thomas 
there are two lines. By the St. Clair Branch the distance is 
663 miles to the terminus at Courtright, thence by a ferry to 
St. Clair city, thence by the Michigan Midland to the Grand 
Truvk Junction at Ridgewav, 14 miles, aud thence by Grand 
Trunk to Detroit, 41 miles—the entire d stance from St. Thomas 
by this route being thus 123 miles. The other route is by way 
of Amherstburg, 111 miles, thence by the Toledo, Canada 
Southern & Detroit Railroad to Detroit, say 15 miles, making 
the journey by this route to Detroit 126 miles. 

There has been some unexpected delay in the completion of 
the International Bridge at Buffalo, which, however, will prob- 
ably be opened in Uctober. Inthe meantime an arrangement 
has been made with the Great Western Railway Company for 
the use of the suspension bridge for ‘the passage over it of the 
through traffic of the Canada Southern, and the comvany will 
avail itself of these facilities until other means of transit across 
the Niagara are provided. 

The liabilities created by the construction of these lines of 
railway are stated to be as follows : 

Stock, Bonds. 
Canada Southern, including advances to Erie 

& Niagara and Veircit River Railway & 

Bridge Conmpasy and the terry boat......... $7,600,000 $3,250,000 
Chicago and Canada Southern, including ad- 

vances to Detroit River Railway & Bridge 


COMPADY.-.20c0e..s- ceccecccee. oe cenciseas 2,225,000 2,760,009 
Toledo, Canada Southern & Detroit........... 1,250,000 1,000,000 
PI II cncncsoddcsinecianecs sexases 22-,0u0 22,000 

ME ca caslineaaxaceses, cass eecce ean $11,300,! 00 $12,235,uL0 


A total of $23,535,000. At the recent annual meeting the 
stockholders voted unanimously iv favor of increasing the cap- 
ital stock by $5,000,000, in accordance with the powers confer- 
red by the charter. 


THE SCRAP HEAP. 








Watches for Locomotives. 

A correspondent of the Chicago 7ribune says : 

‘*The Pennsyivania Railroad have for years madea first- 
clags watch a part uf their engine equipment. Every engine 
upon the road has its watch numbered to correspond with the 
number upon the engine. The watches are purchased by the 
company, aud controlled by the proper officers. In the office 
of each Division Superintendent hangs a watchmaker’s board 
with numbered hooks tor all the watches and engines belong- 
ing to that division. When an engine goes out upon a trip the 
watch is taken from the hook. Whenit returns, the watch is 
replaced, and while in the oftice is run with the regulator. As 
@ consequence, all the engines upon theroad are being run 
upon a uniform time, and no record has yet been made of an 
accident resulting from a discrepancy of watches.” 

Avother correspondent says : 

“The English railways furnish their officials with Frod- 
sham’s chronometers, lucked up in a wooden or tin case, and 
which are the property of the railway, secured by a deposit for 
its safe return. The chronometer 1s dehvered atthe end of 
each journey by its custodian, who does not hold tie key of 
its box, to the time-keeper, wid is responsible for the time.” 


Vienna Premiums for American Tools, 

Among those who have: reccived premiums for machinery at 
the Vienna Exhibition are Messrs Wm. Seilers & Co., of Pnila- 
delphia; J. A. Fay & Co., of Cincinnati (for wood-working ma- 
chinery) ; Jones & Laughlin, of Pittsburgh, for shafting. 
Railroad Manufactures. 

The Buffalo Steam Gauge Company is filling a second order 
for 1,000 gauges ior the Westinghouse Air Brake Company. 


Besides gauges, the company turns out from 40 to 50 head- 
lights muntbly, besides lanterns, cab lamps, &c. 


Prices of Rails in Belgium. 


Ou the 23d of July the belgium Government let contracts for 
large quantities of steel and iron rails. The lowest bidder 
for steel rails was Messrs. Schneider, of Creusot, France, at 
452.97 francs per ton. The lowest Euglish bid was 458 fraucs, 
and the lowest Belgian bid considerably higher, so that all the 
lettings were to French and English bidders. At the last let- 
ting, on the 19th of March, 495 francs was the lowest bid. For 
irou rails two firms (Freuch aud Belgian) offered 280 francs 
om ton, and the others at 282.50 to 294.50. ‘The lowest bid in 

(arch was 316.80. Thus we see a decrease of prices amounting 
to 42 francs on steel rails and 36.80 on iron—8¥ and 13 per cent. 
—within four months. Bids for re-rolling old rails were made at 
rates (sO many pounds of old rails for a ton of new) which put 
the price of old rails at 165 to 170 francs, but in money there 
was no offer of more than 135 francs per ton. 

The Belgian iron masters are suffering greatly from the very 
high price of coal. 

Tri®l of a Fireless Locomotive. 

The Chicago Tribune gives an account of a trial of Myers & 
Lamm’s ‘‘fireless locomotive,’ at Hyde Park, near that city. 
The engine and its appliances are thus described: ‘* At the de- 
pot was a supply boiler, 16 feet by 3 feet, in which steam was 





report states that the $300,000 subscription by the city of 


generated until 200 pounds pressure was indicated by the steam- 


water. Instead of boiling this by means of a fire, and raising 
the pressure to the required height, the heat was introduced 
from the supply boiler through an iron tube. Ti is iron tube 
was connected with a tube in the locomotive boiler, the latter 
running under the water along the bottom of the boiler and let- 
ting out the superheated steam as it was freed from the supply 
boiler into the locomotive boiler. Tunis steam, rising through 
the cold water, permeated it, and quickly raised its pres- 


sure to 170 pounds. With this supply of steam the 
locomotive started, drawing a heavy four-horse car 
over the three miles to Thirty-fifth street in ten 


minuter. The amount of steam consumed was 80 
pounds, the locomotive starting back with 90 pouuds remaix- 
ing. When the starting point was reached there was 57 pounds 
of steam in the bviler, the pressure beirg reduced only 33 
pounds in the return trip, which was down grade. It must be 
borue in mind that there was a large car, heavily laden, mak- 
ing eighteen miles an hour.” 

It is stated’ that a stock company has been organized, with 
r. J. E. Young—General Manager of the Chicago, Danville & 
Vincennes Railroad—as President. This company control - the 
Patents, and has made a contract to replace the Hyde Park 
dummy-engines with three fireless-engines. It agrees to run 
Cars every twelve minutes, instead of every hour as heretofore. 
Mr. Lamm is, we believe, the gentleman who introduced the 
same class of cngines on some of the railroads in New Orleans, 
and Mr. Myers was concerned im an engine to be worked by 
compressed air, which was tried in Chicago about two years 
ago, and was described in the Rattroap Gazerre about that 
time, but was soon after burned in the great fire. 





OLD AND NEW ROADS. 
New York Central & Hudson River. 


The freight conductors and brakemen on the Western (But- 
falo) Division struck on August 19. They struc last month 
for the sume wages received by the freight conductors and 
brakemen on the Middle Division, and, it is reported, were 
promised that their demands would be complied with. The 
pay promised was, for conductors $55 per month for the first 
year and $60 for the second; for brakemen, $45 per month. 
For doubling the road both parties were to receive pay for one 
and one-half days, and for trebling two and one-half days. 
When paid off the conductors received $1.35 for going over the 
the road once, and the brakemen $1, making their wages con- 
siderably lower than promised. ‘They have now demanded 
for conductors $90 per month, standing wages, and for brake- 
men $70. 

Later advices state that the strikers had all been discharged 
and new men hired in their places. Some delay in the moyve- 
ment of freight was caused by the strike. = 


La Crosse Bridge. 

Mr. Anthony Jones, the engineer in charge of the preliminary 
surveys, has completed his work and submitted the plans to the 
officers of the Bridge Company and the Southern Minnesota 
Railroad Company. The principal features of the plan for the 
bndge and the tunnel which is to constitute the eastern ap- 
proach are as follows: The total length of the tunnel will be 
2,600 feet. The total length of the bridge wiil be 4.035 fect. 
There will be two abutments on Front street, La Crosse, five 
piers in the main channel, aud seven piers in the west channel. 
Over Front street there will be an iron span of 25 feet. Over 
the main channel there will be, first, an iron span of 100 feet clear 
of opening ; an iron draw span of 360 feet; and two iron spans 
of 250 and 220 feet respectively. Then comes the trestle work, 
1,980 feet across the island. Over west channel are four spans 
of Howe trussof 160 feet each clear opening, and two ditto of 
167 feet each clear opening. The entire structure is to bea 
first-class work in every particular. 


Meetings. 
The regular semi-annual meeting of the General Passenger 


and Ticket Agents’ Association will be held at the Grand Pacific 
Hotel in Chicago, September 19. 


New Line to the Hoosac Tunnel. 

It ia stated that a party under the direction of the Delaware 
& Hudson Canal Company is at present engaged in surveying @ 
route from Schenectady through Mechanieville and Jonesville 
to Stillwater, at which place it is to croas the Hudson and pro- 
ceed to the Hoosac Tutnel. As now determined the line leaves 
the Schenectady Branch at a point nearly two miles south of 
the branch, passes through the old academy grounds at Jones- 
ville, then by a northeasterly curve comes upon the Saratoga 
Branch near Round Lake. it follows the old track to Mechan- 
icville, then leaving it strikes across to Stillwater. 





‘| New York, Philadelphia & Washington. 


This is the name of the company which was recently organ- 
ized to build a railroad from Camden, N. J., northwest 23 
miles to Bordentown, there to connect with another projected 
line from Bordentown to South Amboy. Several-of the direc- 
tors are, or have been, connected with the New York, West 
Shore & Chicago. 


Northern Pacific. 


A recent Washington dispatch says: ‘ The treaty just nego- 
tiated with the Mountain Crow Indians of Moutava by Peace 
Commissioner Brunot, and by which Indians change their 
reservation on the Yellowstone for a much smailer one on the 
Missouri, is one of the most important which has been made 
with the Indians for a long time. The abaudoned reservation 
contains more than 6,250,000 acres, and will be traversed 
through its entire length, uearly 250 miles, by the Northern 
Pacific Railroad, which, nuw that Indian title is extinguished 
by the voluntary withdrawal of the Iadians, will be entitied 
under its charter to receive grauts of alternate sections for 20 
miles each side of its liue, equivalent to a tract of nearly 
3.000,000 acres of land. Mr. Bruuot was, until recently, and, 
so far as it is known, now the owner of 113 shares of the 
Northern Pacific Railroad stock.” 


Valley, of Virginia. 
The engineers are at work laying out the sections of the con- 


tractors through Rockbridge and Botetourt connties, south of 
Struuton. The tontractors are already on the ground. 


New Orleans, Little Rock & St. Louis, 


_, his company agrees to build the section of 40 miles from 
Shreveport, La., northeast to the Arkansas line this year, 
provided Shreveport votes the subscription asked for. 


Delaware, Lackawanna & Western—Morris & Essex Dj- 
Vi-.100, 

Mr. James Archbald, Chief Engineer of the road, furnishes 
"18 with the following brief description of the new tunnel through 
Bergen Hill and its approaches. 

The eastern approach will begin in the present yard at Ho- 
boken and will ascend with a grade of 31 feet to the mile to the 
Ene branch line to the Weehawken oil docks, which will be 
crossed at an elevation of 20 feet. From this point to the 
western end of the tunnel the grade will be 15 fect to the mile 
ascending westward, Alithe streets will be crossed by iron 
bridges. 

The tunnel proper will begin under the trestle work of the 
West Hoboken horse railroad, three-quarters of a mile north of 
the mouth of the Erie tunnel, and wiil run in a straight line 
through the hill, the western end being about 150 feet north of 





gauge. The locomotive boiler was full of cold 


the west end of the Erie tunnel. The tunnel will be divided 
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into two parts, the eastern portion being 2,200 feet long and 


the western 1,750 feet. The tunnel will be built for double 
track and will be 27 feet wide and 20 feet high in the center. 
The two portions will be separated by an open cutting 300 feet 
long, which will be of service for ventilation. A signal station 
will be established here and also a depot for traflic from Jersey 
City Heights. About 600 feet of the tunnel, it is thought, will 
require arching, the rest being through solid rock. 

West of the tunnel the road will cross the Erte on a bridge 
and the Midland at grade. The road will descend with a grade 
of 26 feet to the mile, and will cross the Hackensack on a new 
bridge about 1,000 feet south of the present one, and will 
pass thence across the meadows. meeting the old line about 
a milo west of the Hackensack. From Hoboken to this point 
the road will be a straight line and sume 3,500 feet shorter 
than the present line. 

The connection of the Boonton Branch with thisiine is made 
by aline from a point near where the tunnel line crosses the 
Erie Railway to a point on the Boonton Branch, about a quarter 
of a mile east of Penhorn draw-bridge. The grade of this con- 
nection will be 26 feet per mile ascending east. Most of the 
Boonton Branch connection will be on trestling, ranging from 
six to twenty-five feet in height. 

The work on the tunnel! will be driven by twelve shafts, thus 
giving fourteen headings from which the works can be pushed 
forward at one and the seme time. ‘The shafts will be eight by 
sixteen feet, the deepest of which will he 91 feet. The open- 
ings or mouths of the tunnel are to be constructed of cut 
stone masonry. 

The contract for the tunnel proper has been awarded, as 
previously noted, te Mr. John McAndrews, of Scranton, Pa. 
The work is to be completed in 21 months. The amount of the 
contract is about $800,000. The contract was signed August 
27. The contracts for the approaches have not yet been 
awarded. It will probably be at least two years before the tracks 
are Jaid and the new road ready for use. 


Qincinnati & Terre Haute. 

Terre Haute (Ind.) papers state that this road has been 
leased to the Terre Haute & Southwestern Company, and that 
the latter company has already taken possession. The terms 
of the lease are not stated. The Cincinnati & Terre Haute 
road is intended to run from Terre Haute southwest to Cincin- 
nati, and has been for some time in operation from Terre 
Hante to Middlebury, 27 miles. Some grading is done beyond 
that point, but work has been suspended for over a year. The 
Terre Haute & Southwestern Company intends to construct a 
line from Terre Haute southwest to Tamaroa, IIll., to counect 
with the Iron Mountain, Chester & Eastern. A contract was 


let some time ago, but we are not aware that any work has 
been done. 


Montclair, 

Work is slowly proceeding on a short extension from the 
present terminus at Monks’ to the Long Pond Furnace. This 
exteiigion will be used mainly for hauling iron and ore from 

¢ Long Pond to the works at Ridgewood. No work 1s now being 

‘done om the proposed extension from tae Furnace aiong the 

“bank of Greenwood Lake, and probably none will be done until 
the financial affairs of thecompany are settled. The extension 
will require some very heavy work. 


Michigan Central. 

The new depot of this company in Jackson, Mich., is 
completed. The building, which fronts on Main street, is 294 
by 42 feet. The ceytrai portion of the building is devoted toa 
gencral reception-rdem. 38x72, and a ladies’ recention-room, 38 
x58. Near the west end is the telegraph office, 20x28, with the 
conpletest equipments. Near the middle of the building, on 
the so:th side, is the ticket office, 18x14. The building is 
handsomely fitted up and the exterior has a pleasing architec- 
tural effect. 

Kansas City & Lawrence, 

A proposition to vote bonds for a railroad from Kansas City, 

Mo., to Lawrence, Kan., was voted on in Jackson County, Mo. 


(the county in which Kansas City is situated), August 22, and 
defeated. 


Toledo Union Bridge. 


A company known as the Union Bridge Company has been 
organized at Toledo, Ohio, and has obtained permission from 
the Board of Public Worke of that city to build a bridge over 
the Maumee River from a point on the present railroad grounds 
a short distance below the Lake Shore bridge to a counection 
with the Toledo, Tiffin & Eastern road, on the east side. The 
bridge will enable direct connection to be made between all 
the roads entering the city. The stockholders in the company 
are the Toledo, Wabash & Western Railway Company, the 
Canada Southern Railway Company and the Pennsylvania Com- 
pany. 


The Boston & Maine and Eastern Controversy. 

The Boston & Maine Company recently purchased Smith’s 
Wharf in Portland, Me., to reach which it was necessary to 
cross the track of the Eastern Railroad on Commercial street. 
August 23, the Boston & Maine officers sent notice to the East- 
ern that on the next day (Sunday) they should put down a 
cross frog at the head of Smith’s wharf, recently purchased by 
the company. The frog was carried to the spot late on Satur- 
day evening. At midnight the Eastern Railroad aud Maine 
Central Ratiroad attached two engines to a train of twelve cars 
and had the train moved down Commercial street to the point 
where the Boston & Maine proposed to cross the track, there 
to remain until nme o’clock the next day. No demonstration 
was made by the Boston & Maine. The Grand Trunk Company 
usually ocenpied the track during the day, but that road al- 
lowed the Eastern to cecupy it. The Eastern claims to exer- 
cise control over a portion of Commercial street, because it 
helped to build the street and made a special contract with the 
city. It claims that the building of the Boston & Maine to 
Smith’s Wharf would obstruct it in making up trains and in 
other ways. 


Atlantic & Pacific, 


A report comes from St. Louis to the effect that Mr. Robert 
E. Carr, President o* the Kansas Pacific Railway Company, is 
to be made Managing Director of the Atlantic & Pacific, and 
that there is to be a practical consolidation of the interests of 
the two companies. 


Protecting River Banks at Omaha. 

Itis stated that the Chicago & Northwestern, Chicago, Kock 
Island & Pacific, Kansas City, St. Josenh & Council Bluffs, Bur- 
iington & Missouri and Union Pacific railroads, which own 
depots at Omaha and Council Bluffs, have united for the pur- 
pose of riprapping the M'ssouri River between those two citics, 
and below the latter city, similar to the works pear St. Joseph, 
Mo., for the purpose of protecting the depots and tracks along 
ibe river. At the last rise of the river it made considerabie 
into the Nebraska and Iowa shores, and the proposed work ap- 
pears to be of great necessity. The work will be pushed along 
until winter, and then will be rushed along when advantage 
can be taken of the ice. 


Wisconsin. 

Mr. John W. Cary, President of this company, which was 
organized to take the St. Croix land grant and build the roads 
required, made recently a statement to the Milwankee Nerrs of 
the present position of the company. He stated that the Wis- 
consin Railway Company had tendered to Governor Washbnro a 
bond of $125,000 that they will construct the road according to 


the requirement of the statute. The former offer of the com- 
pany was a penal bond of $300,000 to hold the State barmless as 
against all damage which it might incur by season ofa failure 
of the company to build the road. The bond now offered 1s for 
liquidated damages, as required by the Governor, or, in other 
words, it is a confession of judgment by the siguersof the 
bond that they will pay that amount of money into the State 
treasury in case the com) any fails to build the road, whether 
the State gets the land graut or not. 

Texas & Paciiic. 

On the Transcon': -.4 Division track has been laid from 
Sherman eastward v miles. 
| On the Jine from ». _.-son to Texakena the track-layers have 
reached a point 16 miles north of Jefferson and seven miles be- 
yond the last point noted. 

The shops at Viarshall are rapidly approaching completion 
and the remova! of the machinery from the old shops at Hall- 
ville to Marsha). sas been commenced. 

The transfer of the franchises and property of the old Trans- 
con'inental Company to the Texas M4 Pacific has been finally 


eon leted. The consideration was $1,000,000 in Texas & Pacific 
onds. 


Peoria & Springfield. 

This company’s line has been completed and in operation for 
some little time from Peoria, lll., to Pekin, 10 miles. From 
Pekin to Antioch, 36 miles, the road isto be finally located 
this falland grading commenc:d ¢ariyin the spring. From 
Autioch to Springfield arrangements have been made to use 
the track of the Springtield & Northwestern road, which is now 
nearly completed. 


Mineral Range. 


This road is nearly completed for eight miles northward. At 
the eighth mile track-laying will be stopped until further sales 
of bonds are made. The road is pate oe | nearly to Calumet, 125 
miles from Hancock. A locomotive and six flat cars are in use. 


Pacific, of Missouri. 


An injunction restraining the city of St. Louis from further 
interfering with the track on Poplar street leading from the 


the Missour: Pacific or Atlantic & Pacific companies, was 
granted by the Circuit Court at St. Louis, August 19. Under 
cover of this injunction the track torn up by the city authori- 
ties was relaid August 20, again putting the road in communi- 
cation with the river. A motion to dissolve the injunction was 
made, but argument on it was postponed to September 15. 
Western Illinois Bridge Company. 

A company by this name has been organized to build a 
new railroad and bighway bridge over the Mississippi River at 
Quincy, Ill. It is intended to construct the bridge just below 
tue city to an island near the Missouri shore, from which island 
it will be carried to the west bank on trestle work. It is to be 


siring to make connections across it. It is reported that the 
company has received promises of support from railway in- 
terests. 

There is already a bridge across the river at Quincy, which is 
} under the control of the Chicago, Burlington & Quincy Com- 
puny. 

St. Joseph & Denver Citv. 

In a recent notice of the proposed issues of new bonds we gave 
the total increase of debt as $6,300,000. In this we neglected 
to observe that the $1,300,000 of the new issues were to be ap- 
plied to the retiring ot the present Cebt, the statements of the 
issues proposed being madein such a mass of verbiage as 
make it difficult to discover just what was meant. But this 
increase would make the total debt of the company $12,000,000, 
which would be secured by the land grant and 263 miles of 
road, so that the debt would be at the rate of $45,627 per mile 
of road, the interest on which could not be paid without earn- 
ings much larger thau those of any railroad west of the Missis- 
sippi. 

x meeting of the bondholders of this company, called by 
the Protection Committee appointed at a former meeting, was 
held at the office of Hassler & Co., 11 Wail street, New York, 
August 26. ; 

The bonds represented at the meeting amounted to about 
$4,000,000. Pastis 

After the report of the Committee ad interim was read to the 
assembly, the following resolutions were passed : , 

** Resolved, That a committee of five be appointed, consist- 
ing of Charles W. Hassler, Chauncey Vibbard, J. F. Navarro, J. 
Auy. Johnson and F. Kingman, to be a committee to protect 
and promote the interests of subscribing bondholders, and 
they are hereby authorized and empowered to procure the fore- 
closure of either or both mortgages, and to cause the railroad 
and other property secured thereon to be sold for the benefit 
of said bondholders, and to act generally in their behalf in re- 
spect to negotiations with other roads, the appointment of a re- 
ceiver under a different management, as the said committee 
under the advice of counsel shall deem best for the said bond- 
holders ; that the committee have power to fill its own vacan- 
cies, the retiring member having the right to vote tor his suc- 
cessor. 

“ Resolved, That subscribing bondholders be assessed one 
per cent. on the amount of their holdings to cover the necessa- 
ry expenses in such proceedings pursuant to the recommenda- 
tions in the report of the Protection Committee.” 


Detroit, Eel River & Illinois. 

A dispatch from Fort Wayne, Ind., states that an agreement 
has been entered into between the Fort Wayne, Jackson & 
Saginaw and the Detroit, Eel River & Ilindis railroads, whereby 
the former company gives the use of six miles of their road, 
from Auburn Junction, Ind., to Waterloo, Ind., thus enabling 
the latter road to make through eastern connections with the 
Lake Shore & Michigan Southern Railway. The Detroit, Eel 
River & Illinois has been entirely cut off from direct eastern 
connections since the failure of the proposed consolidation cf 
that road with the Detroit, Hillsdale & Indiana and the Fort 
Wayne, Jackson & Saginaw roads. . 5 

It has previously been reported that the Detroit, Eel River & 
Illinois Company wes constructing a track of its own trom Au- 
burn Junction to Waterloo. 


Chicago, Millington & Western. 

The surveys for this farrow-gauge line have been completed 
to the Mississippi River, and the engineers are now engaged in 
mapping out the route. 


The Tax on Dividends. 

In the case of the Philadelphia & Reading Railroad Com- 

any versus J.B. Kennev, Collector of Internal Revenue, 
, M‘Kenna, of the Umted States Circuit Court in Phila- 
delphia, filed an opinion, August 21, deciding that under the 
provision of the act of July 14, 1870, a dividend declared on the 
30th of November of that year and payable on the 27th of 
December of the same year is not liable to tax to the United 
States. That act is limited in its operation to August, 1870, 
and the new tax was not imposed upon interest and dividends 
during the remainder of that year or until the year 1871. In 
other words, interest and dividends declared and payable 
during the last five months of 1870 are exempt from taxation. 
The case was an action of trespass for alleged illegal seizure 
avd detention of goods and chattels of the plaintiff. The 
defendant alleged justification in making the seizure, because 





depot to the levee, or from preventing the use of the track by | 


iree to highway travel and open to any railroad company de- | 


plaintiff, on the last day of November, 1870, declared adividend 
of $1,570,580 61 on its capital stock, as part of its earnings 
between July 1, 1870, and November 30, 1870, and that plaintiff 
was liable to United States tax of two anda half per cent. 


| Milwaukee & St. Louis Air Line. 

Arrangements have been completed for the consolidation of 
the Milwaukee & Northern L!linois and the Varna, Peru, Men- 
dota & State Line Railroad Companies, under the above title. 
| The new company is to build a line from Milwaukee southwest 
| to a junction with the Western Division of the Chicago & Alton. 

The partially graded road-bed of the old Milwaukee & Beloit 
road is to be used. 


Chicago, Augusta & South Atlantic. 

A convention is to be held in Chicago, October 9, to devise 
means for forwarding the construction of this projected line, 
which is to connect Chicago with Augusta, Ga. 


Oairo & St. Louis. 


A large amount of iron is being landed at Cairo for this 
road. The company recently paid duties on iron to the amount 
of $25,000. 

Minnesota & Northwestern. 
The bonuses asked for on this road, from Wells, Minn., to 


Mankato have been raised, and work is to be commenced at 
once, 


Toledo, Wabash & Western. 


.This company has reduced its through rates from Spring- 
| field, Ill., to New York, the rate now being 48 cents per 100 
| pounds on first and second class, 36 cents per 100 on third 

and fourth class, and 30 cents per 100 on special. It is stated 
that other reductions are shortly to be made. 


Southern Minnesota, 
Reports are afloat that steps will shortly be taken to take this 
road out of the hands of the Receiver and to extend it westward 


from Winnebago, Minn., to a junction with the Sioux City & 
St. Paul near Heron Lake, about 60 miles. 


Grand Junction. 


The surveying parties are at work running a iine for this pro- 


jected road from Quincy, Ill., eastward through Mount Sterling 
and Beardstown to Mason City. 


Oincinnati, Lafayette & Chicago. 


About 20 car-loads per day of stone for the new Government 
buildings at Chicago now pass over this road. 


Marquette, Houghton & Ontonagon. 

A correspondent of the Chicago 7ribune writes of this road : 

“Settlers are crowding into the mineral range so rapidly 
| that the 62 miles of new railroad between Marquette and L’Anse 

are reaping a summer passenger trafiic that taxes the ut- 
most capacity of the company. 

“This Marquette, Houghton & Ontonagon Railroad is 
| markably good property. its construction was no light 
| taking. Some of the grades are astonishing, but 

mainly utilized. At the western end, a rise of 1,100 feet 
the bay at L’Anse is overcome within 10 miles—a portion 
grade being 207 feet to the mile. Similar heavy grades 
terize the Marquette end; but, as the east and west 
are the shipping points, the down grades are utilized in 
easy transportation of trains of forty or fifty loaded cars.on to 
the vast ore docks ; and, as comparatively j@lit trains only 
cend the grades, the whole line can be very 
worked, 

** A few years ago, this railroad, with its charter and the 
twenty or thirty miles completed, could have been bought dirt- 
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cheap. Four millions would not pocket it now. In 
to its splendid traffic, the company has a valuable land-grant, 
portions of which have appreciated with Chicago pe a 
The quality of the ore contained regulates its value. Ex 
ers find it a tempting field. For each discovery of No. 1 
or rock ore, either specular or magnetic, on railroad land, the 
company offers $5,000 reward. This corporate desire to share 
in the natural profita extends to the individuals. None of the 
officers are poor men, neither are they dependent upon their 
| salaries. They are too deeply interested in the largest mines 
to quibble about compensation.” 


Milwaukee & St. Paul. 


Reports received from allor nearly all the stations on this 
company’s lines in Wisconsin, Iowa, Minnesota and Illinois 
show that almost everywhere the wheat crop, which is the very 
life of trade and traffic in these districts, is good, and assure a 
large traffic for the coming season, which will be much larger in 
a westward direction, if good prices are obtained for the grain. 
The company is adding 20 locomotives and 500 freight cars to 
its rolling stock. 


Peoria, Atlanta & Decatur. 

The Peoria (Ill.) Transcript, of August 21, says : *‘ About two 
miles and a half of track is laid on the Peoria, Atlanta & De- 
catur Railway, and Mr. Hitchcock, President of the road, still 
hopes to push matters so that the line will be in running order 
from this city to Atlanta before the State fair. The contractors 
| have suffered in various ways, the chief being in the forward- 

ing of material, but the Toledo, Peoria & Warsaw folks bave 
this week unloaded sixty-three car loads of materials for the 
road at its = with their line, and the delay from that 
cause is ended.” 


Illinois & St. Louis Bridge. 

A board of engineer ofiicers, to consist of Col. James A. 
Simpson, Major Godfrey Weitzel, Major Wm. E. Merriil and 
| Major Charles R. Suter, has been appointed by the Secretary of 

War, to meet at St. Louis on the 2d of September, or as svon 
thereafter as ogee to examine the construction of the 
bridge across the Mississippi at St. Louis, and report whether 
the bridge will prove a serious obstruction to the navigation of 


the river, and if soin what manner its construction can be 
modified. 


Iowa, Minnesota & North Pacific. 


A special meeting of the directors was to be held in Newton, 
Ia., August 26, to consider some important propositions. 


Green Bay & Lake Pepin. 


The J saosin is now completed to a point about ten mfles 
from Winona, Minn., and is making steady progress. The track 
| is laid for fifteen miles westward from Merrillan, Wis.. the late 

terminus. Itis expected that trains will run into Winona by 
the middle of October, The line has been changed so as to pass 
through the village of Arcadia, the company receiving a dona- 
tion of 100 acres of land in addition to a bonus of $50,000 already 
voted by the township. 


Winona & St. Peter. 


The western extension of this road is now completed to its 
terminus, Lake Campeska, which is in Dakota, some 27 miles 
west of the Minnesota line. The contractors have finished 
their work and withdrawn their working parties from the line, 


Grand Trunk. 


This company advertises for proposals to purchase the wood- 
en side-wheel steamer “ International,” having a deck capacity 
of 14 cars. The boat is now used as a ferry boat between Buf- 
falo and Fort Erie, and will be ready for delivery to the pur- 
cbaser at Fort Erie upon the completion of the Internstional 
Bridge, in October next. Pro are to be addressed to C, 
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J. Brydges, Managing Director, Grand Trunk Railway, Mon- 
treal, Canada. 


Easton & Amboy. 


A large force is at work on the tunnnel at Pattenburg, N. J., 
and work goes on day and night. It is stated that the heading 
is in about 1,100 feet from the mouth of the tunnel. The tunnel 
is nearly a mile long. 


Sugar River. 

The town of Claremont, N. H., at a recent town meeting 
voted, by a decided majority, to instruct the selectmen to issue 
town bonds not to exceed $400,000 as adonation to the Sugar 
River’ Railroad, which action settles the long-standing difficulty 
between the road and the town. 


Sussex. . 

Itis reported that this company is having surveys made for 
a branch line to or toward Belvidere, N.J., ranning down the 
Green Pond Valley and parallel to the line which the New 
Jersey Midland engineers are running through the Pequest 
Valley. 


Olympia. ! 

A company by the name of the Olympia Railroad & Mining 
Company has been organized to build a railroad from Tenino, 
Wasbington Territory (25 miles below the Puget Sound ter- 
minus of the Northern Pacitic), to Olympia, a distance of about 
20 miles. The capital stock is to be $1,000,000, and the head- 
quarters of the company are in San Francisco. 


Atlantic & Great Western. | 

The Meadville (Pa.) Republican states that the offices of the 
General Passenger Agent and the Geveral Freight Agent are to 
be removed from Meadville to Cincinnati about September 8. 


Snow Hill, Greenville & Goldsboro. 

The last Legislature of North Carolina granted a charter for 
this road, which is to extend from Goldsboro, the junction of 
the North Carolina, Wilmington & Weldon and Atlantic & 
North Carolina roads, about 35 miles east by north to Green- 
ville, on Tar River. It is now proposed to build a light road 
with wooden rails. The line passes through a very fair sec- 
tion of country with a considerable farming population. 


Buffalo & Jamestown. 

The trackisladto a point near Taylor's Hollow, N. Y., 10 
miles beyond the late terminus at Eden Center and 29 miles from 
Buffaio. This makes about 25 miles of track cumpleted by the 
compauy, which uses some four miles of the Buffalo, New York 
& Philadelphia road out of Buffalo. 


Washington Qity, Virginia Midland & Great Southera. 

A supply of iron has Leen received and tracklaying has been 
recommenced on the extension from Lynchburg, Va., to Dan- 
ville. It is said that the work will now continue without inter- 
ruption. 


Beaumont, Corsicana & Fort Worth. 


This company was organized at Corsicana, Tex., August 13, 
under-a charter granted by the Legislature of Texas at its last | 
session. The road is to extend from Beaumont, on the Sabine | 
River, northwest to Fort Worth, the junction of the main live | 
and tinental Divisiou of the Texas & Pacific, and | 
wou'd be about 275 miles long. 


Greenville, Oohi@Mbus & Birmingham. 

Washington County, Mississippi, recently voted to subscribe 
$250,000 tu the stock of this company. The road is to extend 
from G eeuvi le, Miss., ou thesMississippi River, nearly due west 
to Birmngham, Ala. 


Houston & Texas Central. 

The Galveston (Tex.) News of August 21 says: ‘*The Cen- 
tral Railroad trains have ceased to run to Ked River City, some 
fuur miles beyond Denison, and now stop at Denison. The 
public will be glad to see that the rivalry between those two 
cities is now at an end, for, hke some other rivalries, it was not 
only damaging to the public but to the parties themselves.” 

Devisou is the termiuus of the Missotri, Kansas & ‘Texas 
road, but the Houston & Texas Central Company selected Red 
ltiver City as their terminue, and there has always been trouble 
betweeu the two companies on this point. The tracks of the two 
companies between the two places are parallel aud, we believe, 
cluse together. 


Taternational & Great Northern. 

Stock-yards have been built at Jewett, Tex., which is on the 
International, 47 miles southwest of Longview, and it 1s to be 
made a shipping point for cattle. 


Northwestern Union. 

The stations on this new road, with the distances from the 
depot on Wisconsin street, Milwaukee, are as follows ; Gran- 
ville, 13.86 miles; Germantown, 2.62; Jackson, 25.73; West 
Bend, 3283; Kewaskum, 40.41; New Cassell, 46.60; Eden, 
54.27; Fond du Lac Juucuon, 61.47; Fond du Lac, 62.22. From 
the Wisconsin street depot to the junction with the Chicago & | 
Northwestern track in Milwaukee, the distance is 1.14 miles, | 
making tbe length of the road 63.36 miles. 

Regular trains will commence running September 1. The 
road will be formally opened by an excursion from Milwaukce 
to Fond du Lac August 30. 


Halifax to San Francisco. | 

The New York Tribune of recent date sys: 

‘The Intercoionia) Railway, between Halifax and St. Jolin, | 
which will complete a through railroad route from Halifax to 
San Francisco, 13 almost finished, and on Thursday of last week | 
the general baggage agent of the European & North American 
Railway shipped a sma!l trunk from Halifax to San Francisco, 
from which pace 1t 1s to be returned, thus siguificantly announc- 
ing the establishment of an ail-rail lme of commuuication be- 
twecn those two cities. The agents of all the railroads on the 
route it was to take were informed of tbe fact, and requested to 
forward it as rapidly as possible. ‘The trunk was to be checked 
with the Intercolonial Railway check No. 4,196. It is so con- 
structed that letters can be put in, as in a letter-box, but cav- | 
not be taken out, and among its coliections as it travels will be | 
all the railroad time tables, passes, names of the principal sta- | 
tiéns, and such other contributions as the railway officers may | 
see tit to insert. On its arrival in San Francisco it will be 
placed on exhibition in the Board of Trade rooms. One section | 
of it will therr be opened, and a canteen containing water taken | 
from the Ailvtic Ocean will be taken out. On setting out for 
its return the canteen will be filled with water from the Pacific 
Ocean, to be carried to Halifax. The route of the trunk will be 
over the Intercolonial Railway from Halifax to St. Johv, the 
European & North American to Bangor, the Maine Central 
to Portland, the Eastern to Boston, the New York, New Haven 
& Harttord to New York ; the Penusylvania to Pittsburgh ; the 
Pittsburgh, Fort Wayne & Chicago to Chicago; the Chicago, 
Buriington & Quincy to Burlington ; the Burlington & Missouri 
River to Omaha, and the Uniou and Central Pacitic to San Fran- 
cisco.” 


Fall River, Warren & Providence. 

The Fall River (Mass.) News says: ‘‘ The Fall River, Warren 
& Providence Railroad was soid last spring to the Boston & Provi- 
dence Railroad. Recently an arrangement has been made be- 
tween the Boston & Providence and Old Colony railroad corpo- 
rations, whereby the Fall River, Warren & Providence Railroad 











| ward to Eufaula, Ala., whence it wa8 





is to become the property of the Old Colony Company, on the 


latter building the proposed bridge across the river near Slade’s 
Ferry, and also building a road to connect with the Fall River, 
Warren & Providence road.” 

The Fall River, Warren & Providence road is 53 miles long 
and extends from a point on Taunton River, opposite Fall River, 
westward to a junction with the Providence, Warren & Bristol 
read at Warren, R. 1. The bridge to be constructed over the 
Taunton River at Slade’s’Ferry is about a mile above the city 


| of Fall River, and the connecting line to be built by the Old 


Colony Company is about two miles long. 


Pittsburgh, Wheeling & Kentucky. 

Ohio County, West Va., in which Wheeling is situated, voted 
August 19 to make the additional subscription asked for to the 
stock of this company. The work of grading will now be 


| pushed forward rapidly until it is completed from Wheeling 


northward to the junction with the Pittsburgh, Cincinnati & 
St. Louis. The latter company, we believe, is to iron and 
operate the road when the grading is completed. 


Evansvil'e & Cwensboro. 

A company has been organized to build a railroad from 
Evansville, Ind., eastward up the Ohio to a point opposite 
Owensboro, Ky., a distance of about 30 miles. 


Boston, Clinton & Fitchburg. 

There are reports that negotiations are going on for a lease 
by this company of the Vermont & Massachusetts road. The 
latter company owrs a line from Fitchburg westward to Green- 
field and also operates the Troy & G:cenfield road (which be- 
longs to the State) from Greenfield to the Hoosac tunnel. The 
Boston, Clinton & Fitchburg line extends from Fitchburg south- 
east to South Framingham, from which its trains run to 
Boston over the Boston & Albany 10ad. 

The company has made a contract with the Philadelphia & 
Reading Company by which coal delivered by the latter com- 
pany’s vessels at New Bedford is carried over the Boston, 
Clinton & Fitchburg’s lines to Lowell, Fitchburg and other 
northern points. 


Shenandoah Valley. 


The Harrisonburg (Va.) Register states that the North River 
Railroad has been absorbed by the Shenandoah Valley Raii- 
road. The new road—the consolidated Shenandoah Valley and 
North River roads—is to be called the Shenandoah & Ohio 
River Railroad, and will be continued from Bridgewater on to 
the Ohio River. The right of way to the Ohio River has been 
secured except at three or four points. The road will run 
through Briery Branch Gap, and strike the coal and iron fields 
of West Virginia. Two large engineer corps are to be put on 
the Shenandoah & Ohio by September 1, and the road con- 
structed as speedily as possible. 

The Shenandoah Valley Company is coustructing a road 
down that valley. which is to extend from a junction with the 
Martinsburg & Potomac road to some point ou the Chesapeake 
& Ohio. The North River Company lately commenced work on 


| a short line running diageonally across the valley from Bridge- 


water to Port Republic. 


St. Loui; to St. Paul. 

Through cars are now run from St. Lonis to St. Paul, Minn., 
by way of Ottumwa and Mason City, passing over the St. Louis, 
Kansas City & Northern to Ottumwa, the Des Moines Valley to 
Eddyville, the Central of Iowa to Mason City and thence over 


| the Milwaukee & St. Paul. The distance by this linc between 


the two places 1s 588 miles. 
New York & Long Branch. 

The work on this line is progressing rapidly. The northern 
section of the liue, from the junction with the New Jersey 
Central near Elizabethport to Perth Amboy, is to be completed 
in the middle of September, and the company expects to have 
the line open to Long Branch in time for the summer travel 
next year. 


Chicago & Lake Huron. 

This company, formed by the consolidation of the Port Huron 
& Lake Michigan and the Peninsular companies, has filed the 
necessary papers with the Secretary of State of Indiana. The 
authorized capital stock of the new company is $10,0U0,000, of 
which, however, but $5,000,000 is to be issued at present. 

By the last statements published the authorized capital of 
the Peninsular Company was $4,000,000, of which $1,995,000 
was paid in. The wnole anount of bonds authorized was $3,- 
800,000, of which $2,779,000 was issued. The capital stock of 
the Port Huron aud Lake Michigan was $1,200,000, of which 
$84,000 was paid in and the amount of bonds issued was $551,- 
0v0, of an authorized issue of $1,800.000. The actual capital ac- 
count of the two companies was thus $5,409,000, of which $2,079,- 
000 was stock and $3,330,000 bonds. In addition to this there 
was a flvating debt of $209,000. 

The length of the road from Valparaiso, Ind., to Lansing, 
Mich., is 165 miles, and from Flint, Mich., to Port Huron is 67 
miles, with a section of 45 miles from Lansing to Flint yet to be 
constructed. 


New Orleans, Mobile & Texas. 

New Orleane dispatches of recent date state that a compro- 
mise has been effected aud that a new board of directors will 
be elected, in which Governor Sprague, of Rhode Island, and 
Messrs. Bushuell and White will represent the tirst-mortgage 
bondholders. ‘The board of directors was to have met August 
26 to ratity the agreement. As soon as this is done work will 
be recommenced on the Texas line. 


Western Maryland. 

The new track of this road from Owing’s Mills to Baltimore 
is now completed. The length ot this track is about 12 miles. 
The road makes connection with the Baltimore & Potomac in the 
western part of Baltimore, and comes into the city through 
the tuunel of that road. Heretofore it has used the track of 
the Northern Central trom the Relay House to Baltimore. 
Owing’s Mills, the point where the new track leaves the old 
road, is six nules west of the junction with the Northern Cen- 
tral, and the new track runs thence in a southwesterly direction. 


Brunswick & Albany. 

A report comes by way of Louisville that this road will be 
be bought at the coming sale (which is to take place in Octo- 
ber) by the Centra] Railroad Company of Georgia. The origi- 
nal iutention was to extend the road from Albany, Ga., west- 
to be extended further 
west by an Alabama company, known as the Vicksburg & 
Brunswick. Some, if not all, of the grading between Albany 
and Eufaula was completed some time ago, and the Vicksburg 
& Brunswick road is in operation from Eufaula to Clayton, 
20 miles. It is now reported that the Central Company will 
turn the Vicksburg & Brunswick road southwest toward Pen- 
sacola,and jurther that it will take up the iron frum the Bruns- 
wick & Aibany and cease to operate that road, the business of 
which is very small. These reports, however, rest on no known 
authority and must be received with caution. 


Ashuelot. 


A telegram from Keene, N. H., under date of August 21, 


ays: 

** At the adjourned term of the Supreme Court of this State, 
held at Concord, in the case in equity of the stockholders of 
the Ashuelot Railroad Company ‘against John Henry Elliot, 
trustee of the mortgage bondholders of the road, brought for 
the purpose of redeeming the road and pny aor Mr. Elliot 
to account for his management of it for the last twelve years, 





the Court decided for the plaintiffs. Mr. Elliot’s defense against 
the claim was on the ground that the rights of the stockhold- 
ers had been foreclosed by special act ot the Legislature passed 
for that purpore ; but the Court overruled that defense.’ 

The road is 24 miles Jong and extends from the Cheshire 
Railroad at Keene, N. H., southwest to the Connecticut River 
road at South Vernon. It is operated by the Cheshire Railroad 
Company. 


Portland & Oxford Central. 

At the annual meeting of this company the stockholders 
voted that the directors be authorized to surrender the road to 
the bondholders, in satisfaction of the mortgage, whenever a 
majority of the bondholders shall request it. The road is 27 
mites long, from Mechanics’ Falls, Me.,cn the Grand Trun 
road, northward to Canton. The amount of the mortgage 
bonds is $218,500. 


Detroit & Milwaukee. 

The track of this 10ad is being Jaid with steel rails. The 
steel is already laid frem Birmingham to Pontiac, 113 miles. 
Montpelier & Wells River. 

The tracklayers on the western end have reached a point 17 
miles east of Montpelier, Vt. On the eastern end track is laid 
to Grotun Village, 13 miles from Wells River and six miles be- 
yond South Ryegate, the last point noted. 

Ligonier Valley. 

The work of grading on this road is progressing well, more 
than one half of it*being done, It is expected that the road 
will be compieted from Latrobe, which is ‘on the Pennsylvania 
road, 41 miles east of Pittsburgh, southeast to Ligonier, about 
12 miles, by the end of the year. The Pennsylvavia Railroad 


Company has agreed to iron and equip the road as scon as the 
ties are down. 


Texas & Pacific. 


The Nation’s money article last week said that besides the 
new issue of 6 per cent. construction gold bonds recently 
brought out by this company, there is another issue of bonds 
to the amount, it is believed, of $20,000,000, called the ‘* first- 
mortgage land-grant 7 per cent. currency ;” that there are 
plenty of them for sale in New York, and that they are the 
same in every respect as those issued by the railroad company 
to the construction company. 


Buffalo, New York & Philadelphia. 

Tbis company, whose road has been completed and in opera- 
tion for several mouths, offers at par its 10 per cent. bonds, 
the whole amount issued at the rate of $33,058 per mile of road, 
through its Treasurer and the various banks in Buffalo. The 
advertisement of the Treasurer does vot specify that the issue 
is a new one or on different terms from a former issue, but we 
see elsewhere that the 10 per ceut. bonds are secured by a sec- 
ond mortgage for $1,000,000, aud are intended chiefly to pro- 
vide equipment ; there being a previous issue of $3,000,000 of 
tirst-mortgage bonds. 


New Mail Routes. 

The Post-oftice Department has ordered an extension of the 
postal service on the Milwaukee & Northern Railway, from Hil- 
bert to Green Bay, Wis.. 27 miles, and on the Omaha & North- 
western Railroad, from Blair to Herman, Nebraska, 10 miles. 


Rockford, Rock Island & St. Louis. 

This company’s agent in Frankfort announces his readiness 
to pay the coupuns of the converted bouds (7 per cents. changed 
to 3} per cents.) due on the firat of August, und also the yearly 
interest on the 4 per cent certificates of indebteduess which 
were issued in payment of over-due coupons. On annonnce- 
mentof this the price of the bonds rose from 26 to 28 in the 
Frankfort Market. . 


Missouri, Kansas & Texas. 

Concernivg the issue of bonds numt ered above 2,500, which 
had been declared not a good delivery on the Amsterdam Ex- 
change, Mr. Parsors, the President, explained that they were 
issued on the Holden & Paola and Sedalia & Moberly lines, and 
that their information concerning their issue and the property 
on which they were secured bad been in possession of the com- 
mittee of the Exchange for more than six mouths. This se:- 
ond issue amounts to $2 500,000, but very little of it was held 
in Holland, and even the baukers through whom the first loan 
was sold seemed unaware of its existence. 


Kentucky & Great Eastern. 

A correspondent in Maysville, Ky., writes that this company 
is vigorously pusbivg the construction of its road between 
Maysvil'e aud Portsmouth, having a large force at work, which 
is being constantly increased. It bas already constructed a 
switch to the river, at which point it has collected a large 
amount of track material, and as soon as the bridges across 
Cabin and Bull creeks are completed, it will be enabled to ex- 
tend the main track in both directions, so as to complete a ten- 
mile section ; then it will be entitled toa part of the bonds sub- 
scribed by Mason County. 


Covington, Flemingsburg & Pound Gap. 

This company has been organized, and officers have been 
chosen and resulutions have been passed looking toward action. 
A correspondent writes that “‘the enterpise cannot possibly 
succeed, as there is no necessity for it, aud the money for its 
construction must largely come from capitalists, »s but com- 
paratively a small portion could be raised along the line.” The 
route would be nearly due southwest from Cinciunati, reaching 
a point15 miles south of the Ohio at Flemingsburg, aud the 
Virginia line at Pouud Gap, 65 miles northeast of Cumberland 
Gap. ‘he distance from Cincinnativo Pound Gap in a: traight 
line 1s 170 miles. 


Geneva & Ithaca. 


_ An officer of the company gives us the following information 
in relation to this road, which is now nearly completed : 

“ The Geneva & Ithaca Railroad runs from Geneva, Ontario 
County, to Ithaca, Tompkins County. Its length is about 40 
miles, gauge 4 !t. 8} in., rail 56 ibs. 1t pases through the fol- 
lowing places : (starting trom Geneva) Romulusville, Ovid, 
— Village, Covert, Tiumansburg, Taghkanic Falls, 

thaca. 

“* At Geneva it connects with the New York Central & Hudson 
River Railroad, and with the Geneva & Southwestern Railway, 
now building. At Ithaca its connections will be the lihaca & 
Athens, Delaware, Lackawanna & Western, Ithaca & Cortland 
and Utica, Ithaca & Eimira. 

The whole 40 miles is through a rich farming country with 
no line of railroad. The rails are laid for about 25 miles, and 
tracklaying is now going on at the rate of about a mile a day, and 
the trains are expected to meet at Romulusville about the 10th 
of September. Bailasting is following up thetracklayers. We 
expect to have the road open for traffic by 1st of October. 

“The road is furnished with iron bridges from Clarke, 
Reeves & Co., Philadelphia;jthose over the Taghkanic Creek and 
Sheldrake and the Freemansburg Viaduct being fine specimens 
of work. The road promises well for local traftiv, and with its 
advantages of connections with the Lehigh Valley and the 
Delaware, Lackawanna & Western, for eastern ard southern 
points, will be available for the heavy shipments of the exten- 
sive nurseries at this point.” 

This road crosses diagonally the space (from 8 to 18 miles 
bee ——— a = coreee — from the north end 
of the former to the south end of the latter. There is no oth 
railroad between these lakes. er. 
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